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New York and Erie Railroad. 

We learn that the Erie Railroad company have 
concluded to present and publish a report! A 
paper, signed by a number of our leading bankers, 
representing the urgent necessity of such a step to 
relieve the company of the injurious imputations 
resting upon it, in consequence of the wide discre- 
pancies in its published statements, and the immense 
sums unaccounted for in construction—has been 
presented to the directors, and an explanation re- 
quested. In obedience to this call, we may shortly 
expect some sort of an answer. 

A step in the right direction has been taken; we 
hope it will not come short of the mark. A great 
work is before the directors—no less than the his- 
tory of the expenditure of $30,000,000. This history 
is yetto be published. Itextends through a period 
of eight years, and embraces an amount of matter 
which other companies would hardly crowd in 1000 
pages. It is, too, deserving an enterprise of such 
vast magnitude as the Erie, that all its character- 
istics should be thoroughly understood. A de- 
scription of the more important works in its line 
would constitute a most instructive chapter to the 
engineering profession. So, too, with the running 
of the road. The experience of no other work is 
calculated to throw so much light upon the cost of 


7\hope such wiil be the case no longer. 





transportation, and all matters connected with 
the management of a railroad. Yet, as far as all 
these questions are concerned, this history of the 
company thus far presents a mere blank. We 
We hope, 
while the directors are at work, they will do the 
business up thoroughly. In popular phrase, the 
road is completed. Let us now see the process 
Let the directors now go to the bottom of the 
matter. Let us have a voucher for every charge. 
Let them give us a report, that shall constitute a 
broad and sufficient basis for all that are to come 
alter, a landmark to which all future expenditures 
shall be referred. To make a partial or superficial 


when completed, will not exceed one-half the cost of 
the Western railroad of Massachusetts, from Albany 
to Boston.” The cost of the Western road, at the 
above date, was about $50,000 per mile. By the 
above calculation, the cost of the Erie road was 
estimated at $25,000, or an aggregate cost of $11,- 
460,000. The public must know in what these 
estimates have been exceeded. It would be sup- 
posed that a period of three years would have 
afforded a sufficient time to have prepared a cor- 
rect estimate of the cost of the road. 

So, too, with the estimate of cost in the report 
ander date of Feb. 1, 1851, from which we quote as 
tollows : 





report, will only excite, instead of allaying appre- 
hension. A spirit of inquiry is aroused, which 
which can only be satisfied by leaving nothing in 
doubt or to be answered. 

As far as the responsibilities of public servants 
are concerned, nothing is presumed in their favor. 
Every statement involving an expenditure of mo- 
ney, must be accompanied by its appropriate 
voucher. Every act must be based upon a suff- 


~ |cient reason, and every departure from it, or discre- 


pancy, must be followed ty anexplanation. Such 
are the responsibilities that attach to the officers 
of banks, insurance, and other companies, and 
railroads, And any deviation from this rule is 
always looked upon as good ground for suspicion 
and investigation. 

For example: Mr. Loder states in his report of 


“ The whole cost of the road, with ample depot 
grounds and buildings, and equipments for ope ating 
the road, together with the Newburgh branch, and 
va.uable and extensive ducks and grounds al Dun- 
kirk, Newburgh, Prermont, and New York, with 
extensive machine shops, barges, sleambuats, elc., wall 
be, at tne time of reuching the luke about $2U.500- 
QUO ; or, after deducting the value of the equipments, 
$2,500,000—$38,7U0 per mile.” 

Here, too, an explanation is emphatically de- | 
manded. Ina period of litle more than two and 
a balf years, we find the previous estimate exceed- 
ed by more than $9 000,000. Where this immense 
sum went to, the public are entirely in the dark, 





Was the previous estimate correct? Was the 

present one? Give us, gentlemen, the data for 

both. Here are matters that must be explained. 
The next statement of the cust of the road was 


1845, that to complete the Erie road to Lake Erie | ainde Dec. 24, 1851, some eight months after it was 


will cost, “excluding equipment) $7,350,000, And 
as a reason for this statement, he says: 

“In reference to the estimates, rt may be proper to. 
state, that responsible contractors have offered to take | 
the whole work, at prices nine per cent. less than| 
those asswmed in the calculations on which they were 
based.” 

If it were a fact, that responsible parties stood 
ready to complete the road for $7,350,000, why was 
not this contract entered into? Upon what calcu- 
lations were the estimates based? Have they been 
departed trom? Have $20,000,000 been expended 
upon what could have been done for $7,350,000? 
[n what particulars have the original calculations 
been departed from, if any? Here are very grave 
inquiries, that demand explicit answers. 

Nearly three years subsequent to the date of the 
above report, the directors in a further report, under 
date of May 19, 1848, state that “ the Brie railroad, 





opened to the lakes, The entire cost of the road 
at this time, was stated to be $24,000,000 ; but this 
sum embraced $250,000 of stock in the Buffalo 
and State line railroad. The cost of the road was, 
therefore, at that time, stated at $23,750,000, or 
$3,250,000 over the estimate made only 11 months 
before. By the 30th of September, 1852, only 9 
months subsequent to the previous date, the cost 
increased $3,801,205 71, or $7,051,205 71 over the 
estimate made when the road was upon the very 
eve of completion! 

As far as we can ascertain, the public have 
been furnished with no sufficient data showing the 
cost of the road, nor for what objects this vast sam 
has been expended. Wecan find no engineer’s re- 
port, and presume none has ever been published. 
Such an omission is to our mind past comprehen- 
sion; without it, we are entirely without chart or 
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compass. Nv persun but an engineer can correctiy 
estimate the cost of construction. When Ais re- 
ports accompany those of the directors, we have 
before us the evidence by which we ¢andetermin 
the correctness of theirs. No well mataged con- 
cérothat we have heatd'of, ever omitted the engi- 
neer’s report from their own. It is considered as 
the necessary voucher for the correctness of the 
statements of ths directors. ‘We.do not think that 
there are ten’ men fn the city who can tell who has 
been the chief engineer of tne Erie railroad for the 
past few years, In fact, we believe the company 
have had none till very recently. 

Similar remarks apply with equal force to the 
running of the road. No superintendent’s reports 
have ever been published. The public have no 
evidence by which they can determine whether the 
road has been run at a profit or a loss, as we shall 
show. Is this the way to manage a railroad 2? Is 
the Erie company absolved from duties which are 
regarded a8 indispensable by all others? How 
are the public to Know anything about their pro- 
perty, whether it be earning or losing money, but 
from the person who superintends its affairs? The 
president himself knows nothing about this depart- 
ment, except what he derives from the superin- 
tendent ; and is the only source to which the public 
can look for information, to be sealed to them ? 

The discrepancies between the different state- 
ments made by the company, show the necessity of 
detailed reports from the chiefs of the several de- 
partments. In the report published Dec. 24, 1851, 
the amount and value of the equipment is stated as 
follows : 


132 locomotives. 2... 0.06.0. sees eee Gl, 118,152 96 


72 passenger CAfS......-. ,eeeesee. 178,290 84 
1605 treight and other cars ......... 864,986 44 
2,161,430 24 


In the report to the legislature of September 30th 
last, the number of engines is stated at 142, and 
their cost at $1,349,987 29, an increase of $231,- 
$34 33 for ten locomotives, which, in fact, did not 
cost, as everybody must know, over $85,000. The 
increase in the number of passenger cars between 
the two reports was stated to be three, while the ac- 
count to which they are charged is increased $84,- 
587 94. A passenger car costs about $2,250. Here 
is an increase of over $200,000, for less than one 
year, in the items of equipment, for which no ex- 
planation is given. Is it not probable that this 
amount was charged to construction, when it should 
have been charged to the rwnning account, for the 
purpose of making a better show of earnings ? 

In the. report of February Ist, 1851, the direc- 
tors state the cost of the equipment of the road to 
be $2,500,000; the report of December 24, 1851, 
states that since the previous report, $500,000 had 
been added to this account, making an aggregate 
of $3,000,000. We have already shown, that at 
the latter date the cost of the equipment was only 
$2,161,431 24—showing a discrepancy of $838,- 
568 76, in the item of equipment alone, between 
two statements made the same year! Is not an 
explanation called for here, gentlemen directors ? 

We think we-have already conclusively shown 
the necessity for detailed reports by the chief engi- 
neer of the road. We will cite another case in 
point, Mr. Loder, in his report of December 24, 
1851, in speaking cf the proposed double track, 
says, “ The portion of double track which the com. 

_pany propose to build, is of easy grade and con- 
struction, and cam be built for about $10,000 per 
mile.” Contracts for double track for about 125 






more than two-thirds of the work of grading the 
125 miles could have been paid for on the 30th of 
September. The cost of grading the above, assu- 

pg the correctness'of Mr. Loder’s estimate, can- 
not exceed $4,000 per mile, or $500,000 in the 
aggregate, as the superstracture and laying track 
cannot cost less than $6,000. We find, however, 
that the graduation, etc., account, increased, from 
December 24 to September 30, $1,272,788 54) ex- 
ceeding the estimated expenditure by the sum of 
over $900,000. Here is an interesting field of 
inquiry, to determine what has become of this vast 
isu nr; which, according to the president’s statement, 
was not wanted for construction. 

The increased cost of superstructure, between the 
two last reports has been $559,813 50, of this sum, 
only $55,080 00 has been paid out for iron for 
renewals. What has become ‘of the $500,000 2 
Has the iron for the double track been paid for ? 

The public, too, will insist upon knowing what 
has become of the $6,722,260, unaccounted for in 
the statement of the tems that make up the aggre- 
gate cost of the road, These are as follows for the 
two years: 


i851. 1852, 

Graduation, masonry, 

and bridging...... $9,388,836 38 $10,661,624 92 
Super-tructare, inclu- 

ding iron.......... 4,230,508 96 4,790,322 46 
Passenger and freight 

stations, etc...... -- 76430591 1,048,199 53 
Land, land damages, 

and fences......... 99085485 1,077,365 67 
Locomotives......... 1,117,64396 1,349,987 29 
Passenger and bag- 

gage cars ......... 178,290 84 262,878 78 
Freight and other cars 859,255 26 1,162,745 22 
Engineering and agen- 

CIES .eceeseeeeee.. 443,886 80 475,821 29 





Correct footing.. 17,973,582 96 20,828,945 16 
Footings in com- 
pany’s report.. 24,028,858 20 27,551,205 71 


Difference....... $6,055,275 24 $6,722,260 55 
The road, with its equipment, no matter how 
extravagant the directors may have been, has cost 
only $20,828,945 16. What has become of the 
$6,722,260 55, charged to no account whatever, even 
by the directors? This is an inquiry in which the 
public will take a deep interest. No doubt a por- 
tion of it has gone for the payment of discounts, 
shaves, dividends, etc. etc. Not all, however. 
This sum of $6,722,260 55, which has Leen lost 
outright, is nearly as large as the entire cost of the 
work, as estimated by Mr. Loder in his first report, 
and quite equal to what he stated responsible parties 
offered to build it for! 

But this is not all, It will be seen by the above 
statement, that the “‘ deficit accownt”’—to introduce 
a new phrase in bookkeeping—has increased du- 
ring the year by the sum of $666,987 31! Where 
shall this vast sum be placed? It has not been 
paid for interest, nor dividends, for, if we are to 
credit the directors’ statements, these have been 
paid out of the earnings of the road; nor for con- 
struction nor equipment, as these accounts have 
already swollen too rapidly to justify any such 
idea. Has it gone to a secret service fund, the 
objects of which are only known to the directors ? 
Conjecture, even, can offer no satisfactory expla- 
nation to our minds tor this extraordinary deficit. 

We want to know something as to the internal 
management of the company, such as the mode of 
making up accounts. Upon the first or second day 
ot the month, the earnings of the past month are 








miles were given out last spring. We presume not 


published, Now we do not see how the earnings 





semancxsecateeestsiiin 
of the last month can be ascertained with such pre- 
cision, atso early adate, A large portion of the 
freight is paid by consignees, and not until the 
property upon which it is paid is taken from the 
possession of the company. At the end of every 
month, the company mast have in their possession 
an immense amount of property, moved during the 
month, and upon which nothing has been received; 
so that it would require at least another month to 
make up the accounts of the preceding one. If 
receipts be taken for earnings, there is still greater 
difficulty in ascertaining immediately what portion 
of the receipts actually belong tothe Erie company. 
The greater portion of the freight is collected 
upon merchandise going éotide water. This freight 
is paid by the New York cunsignee. A half a 
dozen other roads may have an interest in this 
freight, which is collected and held in trust for 
them by the Erie company. The monthly state- 
ment of the earnings of the company, as they are 
now made, cannot state the fact, and only mislead, 
instead of informing the public, as to the real 
amount earned. Reform and light are called for 
here, and we are not sure, that in the balance 
which may have been found to be due other com- 
panies at the close of the year, we have not hit 
upon an explanation of the increase ofthe “ deficit 
account,” already referred to. The aggregate 
earnings of the year were made up of the reported 
monthly statements, It is probable, that from this 
aggregate a large sum had to be deducted for 
amounts due other roads. An explanation at the 
time would have left the company without an 
apparent apology for declaring a dividend, Are 
we right in our conjecture ? 

We know that people at a distance will think 
we have been dealing in fiction. We can assure 
them, however, that our data are all drawn from 
the figures furnished by the company, and we be- 
lieve the number of the Journal of February 19th, 
presents all that is material in its published 
reports for the past eight years—all that has been 
offered by the directors by way of explanation, as 
well as the general statements of the condition of 
the company. The public must draw their own 
conclusions. Should they still remain incredulous 
that a railroad, located in New York, can be man- 
aged in the manner in which the Erie company’s 
appears to have been, we say, that we are not with- 
out parallel cases, in the management of matters 
in which our community have a still higher interest 
than in this road. We can, however, assure the 
public, that the affairs of few companies have been 
conducted as have those of this; otherwise, we fear 
that they would bear but poor credit both at home 
and abroad. The Erie railroad has been the pet 
project of New York. Such entire confidence has 
been felt in its success, that no attention whatever 
has been paid to the manner in which its affairs 
have been conducted. Inattention to everything 
that does not immediately concern themselves, is 
characteristic of New-Yorkers. Whether the time 
has not come in which this indifference should be 
laid aside, as far asthe Erie railroad is concerned, 
we leave it to the public to judge. 








New York. 

The Rochester and Charlotte Railroad is pro- 
gressing rapidly, and will be ready for operation at 
the opening of navigation. The iron was put- 
chased before the rise, and is now worth at least 
forty per cent. more than it cost the company. It 
was discharged trom canal boats last fall, just west 


of the os ot Rochester, where the railroad crosses 
the canal, 
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SHOWING STOCKS AND DEBTS OF THE RAILROADS OF THE STATE OF NEW YORK, 1852. 


Floating Present a- Present amo't 






































Int. per 


Capitalstockas Amount of Amount paid Funded debt 
Miles by charter and stock sub- in by lastre- Amountnow by last re- Present amo’t debt by mount of of funded and cent. on 
NAME. in use, articles, scribed. port, paid in. port. offundeddebt. last rep, float.debt. floating debt. aoe 4g 
. oat. 
Albany and Schenectady. .....00..000 seee ese 17 $1,000,000 $1,000,000 $1,000,000 $1,064,700 $716,665 $685,300 none none. $685,300 64 
Albany and West Stockbridge ........ 0. ees 38} 1,000,000 1,000,000 1,000,000 1,000,000 none. none, $930.895 $930,895 930,895 nothing. 
Buffalo and Niagara Falls... .... 04. cesses 22 393,750 393,750 392,866 392,866 19,670 19,670 5,178 13,860 33,630 7 
Buffalo and Rochester. .... see cece sees sseecs 76 1,825,000 1,825,000 1,825,000 1,825,000 160, 164:903  .. - wweee 150,000 334.903 64 
Cayuga and Susquehanna... .....s0+ sees sees 35 1,500,000 700,000 168,000 . 687,000 300,000 400,000 231,452 99,936 499 936 7 
EINOE EEAVEN. 0063 6.006% 0.00 0006 0000 0008 cicees 144 4,000,000 3,753,475 3,703,229 3,740,515 5,646,884 6,046,395 159,427 956,590 7,002,985 7 
Hudson and Berkshire........ 0.0. eee eeee.ss SIf 450,000 380,000 425,000 425,000 325,000 325,000 49,149 52,000 377,000 6t 
BICONE s boo be ok vi 0e 006s ches ceeqceee cose 95 3,000,000 3,000,000 1,875,148 1,875,148 512,957 516,246 7,403 52,094 568,340 6 
BOWS NOEM BOG MEIC oh 0 din ccc seve cc cece cece save 4644 10,500,000 7,766,991 5,992,289 7,766,991 14,503,868 18,003,868 2,957,376 1,323,053 19,326,922 7 
* New York and Harlem ........ e008 sees sees 1304 5,000,000 4,725,250 3,888,750 4,725,250 869,201 977,463 115,366 606,368 1,583,831 7 
New York and New Haven.... .... sees secese 61 3,000,000 3,000,000 2,788,375 2,992,450 1,376 000 1,641,000 69,534 202,487 1,843,487 7 
ee Ce te EER 118 2,000,000 2,000,000 1,529,863 1,678,311 1,602,790 2,780,760 1,081,831 649,044 3,429,804 7 
MS WEGO ANG BYTACUSC «6.00 0500 c00e cece cece cece 35 350,000 350,000 350,000 200,000 200,000 201,500 10,413 8,040 209.540 7 
Rensselaer and Saratoga. .... 20. see cece cece 25 610,000 610,000 610,000 610,000 25,000 SR ea ee 25,000 7 
Rochester and Syracuse .... ..0 cce0 sec cececs 104 5,549,800 5,549,800 3,364,979 5,132,990 821,000 700,123 0 iss 60,000 760,123 7 
Saratoga and Washington......2. sees sees sees 53 1,350,000 889,800 886,200 889,800 596,500 940,600 120,000 none. 940,000 7 
Schenectady and Troy........ sees sees seceess QO 650,000 650,000 650,000 650,000 73,800 90,200 2,654 3,578 93,778 7 
BS FTACUSE BNA UCICR ..n 5. ~ 00 cose cece cece secces 53 2,400,000 2,400,000 2,400,000 2,400,000 103,000 126,000 none. none. 126,000 7 
Pfoy and Greenbush .... cece cece cece cece cece 6 275,000 274,400 274,400 274,400 3,850 none, none, none. none A 
Utica and Schenectady .... see. sees cece secece 78 4,500.000 4,500,000 4,124,000 4,124,000 102,500 none, none, none. none r 
Watertown and Rome... .... see. sees eeeee ss 96 1,500,000 1,090,100 659,715 1,011,940 442,000 650,000 53,385 27,361 677,361 7 
Buffalo, Corning and New York.............. 44 1,400,000 1,422,000 230,494 GOR,455 = - © seensae 400,000 110,000 30,000 430,000 7 
Buffalo and State Line. .... 6... ceee cece ceeese 69 1,000,000 881,000 605,926 879,036 none. 872,000 87,177 148,389 1,020,389 7 
Canandaigua and Elmira. .... ........ 200004. 46} 1,600,000 458,700 402,589 425,509 251,000 582,400 256,870 38,375 620,775 7 
RROD os ce ante Sous Kote sede cove tees seve ** 174 Aaa 380,000 380 000 70,000 POgee ., . tvdhowe- % 5 endow 70,000 7 
heweg os 0 ee eee 23 500,000 201,932 12,460 Ligne, > * = Setedee SOR ,CON  — cdbéece0 66,646 194,646 7 
Sacketts Harbor and Ellisburg.............0+5 + 175,000 175,000 66,613 Siwee” 5. : ~ wheéye 150,000 6,556 7,356 157,356 7 
Rochester, Lockport = Niagara Falls........ 76 1,675,000 1,447,500 728,273 ligarse. © 3 — Siseme 8 Be apote 711,000 7 
Saratoga and Schenecfady .... 2... 002 eee eens 22 300,000 300,000 300,000 300,000 125,000 Ree... >. cages = 7) aad. “= 2 Geeeae 7 
PE BOY GG) BOMOR $055 cede cece cone cece ceccecie 26 1,000,000 CMwae.- =. scceces Goan. - * cnavie- A er SS 169,002 509,502 7 
TOY ANG Bennington .. ss scce cece cece cece sede 5 80,000 Tome. | 3S scheses 71,300 OO) aor 63,992 163,902 7 
Troy and Rutland........... sees sseeceeseeee OS 325,000 WEPe =; |: t cctcies Sosa: > wpebdges <x Petene <i ee - 2.3 Sheen: “S  Beteabe Pe 
20644 $54,288,550 $46,868,249 $36,745,422 $43,814,353 $27,978,380 $36,816,966 $6,139,306 $5,052,805 $41,742,671 
RAILROADS NOT COMPLETED. 
Length Capital stock as Amountof Amount paid 
in by charter and stock sub- in by last re- Amount now 
miles. articles. scribed. port. paid in. 
REINS 5o6-odeecdbGctvecice dés0 00d epeccee OS 200,000 9 Ce, Cee 4,648 
Buffalo and Lockport... .... 200 sees sees cece 254 600.000 CUO GUR | tdec bees 210,000 
PRIDE) GOOG SOERCORE 6. 00 incd.ccde seus bececcce 6 300,000 Gee, . +) aebocees « = * eutecde 
SOE SEMNON Fis op Sin Sb We 6% alc oo 6 iBeis she scee cece 21 30,000 Game © 3.2 see cece 498 
‘Lake Ontario, Auburn and New York ........ 73 1,500,000 a, ae Se 7,300 
Mohawk Valley. .... 2... 220 ces cece cece cone 80 2,000,000 TS OPE 13,150 
racuse and Binghamton.... ........ see eeee 80 1,200,000 —,, ___ooe 66,935 
PE SEEDED cm 6% 50 co Suce cobe.ccceselcccce 32 600,000 ae .  ceseandes 200,830 
‘Troy and Bennington..........0.sc0eseeeeeee 5 80,000 ee CC Seen edes 71,300 
Erie and New York City .... 2... 0... e000 cece. 70 750,000 i: Zire rr oy oe 8,275 
Attica and Alleghany Valley. ............ 2+ 74 1,000,000 —— wee sau 8,620 
STEED S6EN bade 60 0s 06500000 v000beee 224 500,000 | ee OF ne o 
Albany and Susquehanna.... .... 0... 00+ eee 140 1,400,000 a errr oe 50,000 
Miles in Construction. ........ .ce0 seeeees 618 $10,160,000 Ft ree $641,556 
2,0644 54,288,550 46,868,249  seweceiscce 43,814,353 
2,6824 $64,448,550 $49,970,849 ss... se eee $44,455,909 
MRPESSTRPSZSSAESAZPALEZAHSDTSsewsresss 3425397 $3 
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Railwvy Exhibits. 
Baltimore and Ohio Railroad. 

We present this week the more important por- 
tions of the report of the Baltimure and Ohio rail 
road company, for the year ending October 1, 1852, 
which we regard as a model of its kind, and well 
worthy the imitation of other companies. 

The report commences with that of the Presi- 
dent, (which we published in the Journal of the 
23d and 30th of October last) and which makes 36 
pages of closely printed octavo. This portion of 
the principal report is subdivided into seven divis- 
ions, having the following titles : 

1, The Main Stem. 

2. The Coal ‘Trade. 

3. The Washington Branch. 

4. The Extension to the Ohio river. 
5. The Finances. 

6. The Western Connections. 

Under these several divisions the road, in all the 
relations in which the stockholders are interested, 
is fully considered. We do not deem it necessary 
to give here the president’s report, for the reason 
that it is compiled, as must be the case generally, 
from those ot the chiefs of the departments. The 
president has in charge neither the construction 
nor the running of the road ; and all that portion 
of his report which relates to these duties must, of 
course, be drawn from the information furnished 
by the chief engineer and superintendent, The 
report of the former merely presents in the aggre- 
gate what the latter gives in detail, 

Below are the reports of the chief engineer and 
superiptendent. 


Orrice oF THE GENERAL SUPERINTENDENT 
or THE BattTimore & Ouro Raitroap. 


Baltimore, October 1, 1852. 


Tuomas Swann, Esq., President, g-c. : 

In making my annual report of the operations 
of the road, for the fiscal year just ended, I can 
very properly repeat my congratulations of Jast 
year, that ‘‘ we have so well sustained ourselves 
under the new competitions we have encountered 
from the Erie railruad, completed and in successtul 
Operation, and the Pennsylvania railroad, more 
furwanl, thus far, t.wards a continuous railway 
conveyance than our own, that we may confidently 
look forward to the early period of our arrival at 
the Ohio iver, as in no degree likely to disappoint 
our previous expectatiuns.” 

The event alluded to, ani so long contemplated 
with proud expectancy by the triends of our enter- 
prise, is indeed now close at hand, so that we can 
almost call it present, and the confidence every 
where eapressed as to the result, is a strong con- 
firmation of the hope indicated above. 

Our road and machinery have been maintained 
in as gvod order and condition as at the beginning 
of the year. In some respects a slight depreciation 
may have taken place, but in others an obvious 
improvement exists, so that I feel confident that we 
have at least not Jost ground during the year. 

A few details are all that the very limited time 
allowed for makipg up my report, permits me to 
give. The Road-bed, embracing particularly the 
bed on which the track lies, has received during 
the year, on the portion east of Cumberland, 
43,000 cubic yards of new ballast, at a cost per 
yard for preparation and distribution, of about 31 
cents, amounting in the aggregate to $13,358 
nearly. This ballast has been maunly required 
where the “Cross-tie Track,” so called, has been 
substituted for the original construction, known 
familiarly with us, as the “string piece” track, 
consisting of mudsill, light cross-tie, and ‘‘ contin- 
uous bearing” timber, esteemed, when laid down, 
to be an improvement on the experience of the 
day. 

On the Washington branch, the maintenance of 
the road-bed has been confined mainly to ditching 


and drainage; the expense of which I am happy to 
find diminished byfthe improvemenis of the previous 














year, in raising and ballasting the track through 
the Wet Cuts, 

The Rail-way Tracks have, so far as labor of 
maintenance and replacing of bad timber are con- 
cerned, been certainly improved during the year— 
bith on the Main Stem and Washington branch, 
and their surtace and alignment are such as we 
need not be asnamed of. The heavy rail track, in 
course of substitution for the “ plate-rail,” between 
the western base uf Parr’s ridge and the Monocacy 
bridge, at the date of my last annual report, was 
soon thereafter completed, and is remarkable for 
its good and firm surface; as compared with most 
other tracks. The: substitution of “ cross-tie” 
track for “ string” track, both of them laid with the 
“heavy” rail, has progressed, during the year, to 
the extent of about-28 miles in all; and about 85 
miles of ‘‘ cross-tie” track now exists between 
Baltimore and Cumberland. 

This large accession to the ‘‘ cross-tie” track, 
confined always to points where otherwise a re- 
moval of the old “string” timbering would have 
been needed, has, I doubt not, tended to swell the 
year’s expenditure—but i cannot any the more 
doubt the expediency of the change itself. 

Four and a half miles of plate rail track yet re- 
main to be replaced by heavy rails, but this is in 
hand, and will be completed this autumn. Four 
and a quarter miles of sidings have been added 
during the year as a charge to repairs of rail-way. 

The Master ot Road makes favorable mention of 
the Three part Compound Rails, which have been 
on trial near Cumberland chiefly, for three years 
past. Experience has shown that the chief engi- 
neer, in getting up this rail, restricted himself too 
closely in the quantity of iron used, especially in 
the “top piece,” which we have had to remove ; 
but our experience of the smoothness of this track, 
and the very small attention it has required, leaves 
no doubt on my mind, that the principle of the rail 
may be foliowed to a result of the most satisfactory 
kind, and 1 would earnestly commend it to the 
company’s favor. 

The Bridges on the Main Stem are in as gvod 
condition, on the whole, as they were at the begin- 
ning of the year. So many of them exist as to 
constitute a serious branch of expenditure, which 
requires a sound judgment to make their repair at 
once uniform and timely. They are all regarded 
as entirely safe and reliable. 

The amount expended on them has been ten per 
cent. less than during the former year, but more 
has been expended on the wvoden bridges—the 
new iron bridge at Harpers Ferry having been in- 
cluded io that year’s accounts, 

On the Washington branch, no bridges ot con- 
sequence remain of a kind calling tor repairs. 

Only two important Buildings have been in hand 
during the year, on the Main Stem east of Cum- 
berland, excepling water stations—viz. the new 
machine shop at Mt. Clare works, built to replace 
the one destroyed by fire, and a portion of a new 
machine shop at Martinsburgh, now used as an 
Engine House, in advance of its being needed for 
its legitimate use; on the former the sum of $8,500 
is embraced in this year’s accounts, and on the 
latter between five and six thousand dollars; a 
complete statement of the cost of these buildings 
has not yet been practicable. 

The new railway station at the city of Wash- 
ington isnowcompleted in allessential particulars, 
and it is regarded as worthy of commendation, tor 
its convenience, comfort, size and elegance. 

The water stations are generally in good order; 
additions have been made to some during the year, 
and the repairs of all have been carefully attended 


S 


On the Washington branch, a new station has 
been begun, and an excellent well secured at the 
Annapolis railway junction. 

This station wiil greatly relieve the others on 
this line, and save time to the passenger trains, 

The operations of the road department on that 
portion of the new road west of Cumberland, have 
been active and unremitted, much labor and ex- 
pense was anticipated, and much has been incur- 
red, in giving a stable character to a new road— 
“ finished” through such a country, and under such 
circumstances as have lain in our way; but the 
difficulties have all been met, in a manner credit- 
able to the resources and energies of the depart- 
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ment, and that portion of the road over which we 
are now running, may be justly regarded as safe, 
and is indeed nearly as favorable for fast running, 
as the older road, east of Cumberland, The daily 
trips over it are performed with fully equal regular- 
ity, and with a speed comparing favorably with 
other roads—being twenty miles an hour, including 
stops, and embracing in the average the crossing 
of the Allegheny mountains, with their steep grad- 
ients and difficult passes. The expense of main- 
taining this portion of the road has been properly 
charged to a construction account. 


Machinery Department. 

This department has been efficiently adminis- 
tered during the year, and is reported to me as, on 
the whole, in an improved condition. 

The details of repairs, the number of engines 
and cars of all descriptions, will be found in state- 
ments marked G and H, in the appendix to this 
report. 

The company owns 108 locomotives of all kinds, 
Viz. : 
64 of the first or largest class, 
5 of the second class, 
19 of the third class, and 
20 of the fourth class. 


108 
The power of them all is estimated as equal to 
218 of the fourth class, or to 87 of the first class. 
Performance in Miles Run. 
Miles Miles Total 
with — with Miles, 
Freight. Passengers. 


MAIN STEM. 


63 first class engines 


have run.... sees 807,600 ....... 807,600 
5 second class engines 

DAWE POD 6 o0c.0066 00 ' 43,638 ....... 43,638 
16 third class engines 

hFVS TUN ,.05 cece 119,643 181,468 301,111 
19 fourth class engines 

eee eee 167,816 195,619 363,435 





1,138,697 377,087 1,515,784 
WASHINGTON BRANCH. 
I first class engine has 





PUR dbs acca. vesens 23,449 .. woes 23,449 
3 third class engines 
have run.......e.- seaeee 74,190 74,190 
1 fourth class engine 
BAS FUG. 0.00 caceees 2494 2000 4,494 
25943 76,190 102,133 


Total....1,164,640 453,277 1,617,917 
Miles 
with 

Freight. Passengers. 





The 64 first class engines 


AVETABE .esseceeeee- 12,970 eeeatée 
The largest performance 

of any first class engine 

(No. 76) was.......... 23,449 eee 
The 5 second class en- 

gines average......... 8,728 oe cece 
The largest performance 

of any second class en- 

gine (No. 53) was..... 14,288 =. eee 
The 19 third class engines 

AVETABE wee cecececese 19,753 connie 


The largest performance 
of any third class engine 


(No. 48) Was. .coccscce coccce 38,265 
By the No. 39, with freight 23,959 woven 
The 20 fourth class engines 

RVETABE 0000 2000 cvccce 18,396 séauee 
Largest performance (by 

No. 31) with passengers ...... 39,984 


Largest performance (by : 
No. 4) with freight.... 24,940 


26 engines have been added to our stock during 
the year, viz: 23 of the first class, all but one 0 
them from Mr. Ross Winans, and 3 of the third 
class (for passenger trains) from the companys 


— 
he work done by Locomotives has been as 





follows. 














— 
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Performance of Locomotives. 
MAIN STEM. 
Passengers hauled one mile.......... 9,744.665 
Tons §§ i. " eere eeeeee 54 316,927 
Of which, Coal‘ * $6 seceiee cece Sd 010,001 
And other Merchandise “ .......... 20,743,676 


WASHINGTON BRANCH PROPER. 
Passengers hauled one mile.......... 6,715,480 
Tons etal: shbbedir 800,683 


REPAIR OF ENGINES. 
The repair of locomotives has cost— 
On the Main Stem.... ....... .e0+ «+ ++$73,078 45 
On the Washington branch........... 8,259 91 


These items are as charged on the books of the 
department, and differ somewhat from those of the 
treasurer, owing to the fact that the former books 

ive credit for certain duplicate parts of engines 
5 t on hand for use, while the latter do not. 
he cost per mile run was nearly as follows: 


On the On the 
Main Stem. Washington 
branch. 
First class...... eke wwe 1a 2.02 
Seeend “ cccchkeuws mbes; Dene eae 
I eee 5.16 9.29 
BOS. setas scandens [Gan aisha 


Burden Cars. 


These cars ot all kinds, used in transportation, are 
1,596 in number on the Main Stem. 
oe * ‘© “Washington branch. 


1,688 in all. 

There have been added, during the year, to the 
previous stcck, 249 of all kinds, but the number 
stated (1,688) will be found to exceed the number 
reported last year, only by 194, showing an appa- 
rent loss of 55 cars; most of them have, however, 
been diverted to various uses by the road depart- 
ment, and the balance, 16 in number, were either 
carried off in the Potomac flood of April last, or 
have actually disappeared, and not been replaced. 
It is supposed that the returns of previous years of 
the number of cars, may have been less accurate 
than the present. A careful valuation of the burden 
cars at this time compares very nearly in amount 
to the like valuation in October, 1851. 

The cost of maintaining these cars, as charged 
in the treasurer’s accounts, has been— 

For the Main stem... 0.2.04. cece ceee 01,303 17 
For the Washington branch........... 5,198 20 
Not materially different from last year. 

Passenger Cars. 

These number 52 on the Main Stem, and 25 on 

the Washington branch. Their maintenance has 
cost— 
For the Main Stem.... ..6. .200 eee eee B15,353 47 
For the Washington branch .......... 9,998 30 
Showing a material diminution from the corre- 
sponding charges of last year. 

I am apprehensive that this portion of the ma- 
chinery department has not been fully sustained. 

It seems proper here, to add a statement of the 
provision which has been made for cars and en- 
gines to stock the road on its completion to 
Wheeling. 

In the enumeration, I include all new engines 
and cars that have been built or contracted for, or 
ordered to be made in the company’s shops, subse- 
quent to November, 1850, viz: 

Engines. 
10 made by Ross Winans, before October 
1861, at $9,750... cece cece cece scce GOT UOO 

1 made by the company........-....+. 9,500 

21 since September, 1851, by Ross Winans, 


St OE TO0 voce cece cdutiaced dees acs 204,750 

1 made by the company, at $9,500...... 9,500 

3 made by the company, at $9,000...... 7,000 
25 contracted for, and not yet delivered, by 

Ross Winans, at $9,750............ 243,750 


8 do. do. A. W. Denmead, at $9,500 68.000 


If to this we add 64, the total number of engines| 
previously in service, we shall have 140 as the 
total locomotive power for the Main Stem, which 
are reckoned equivalent in power to more than 100 
engines ot the largest class. 

f this power, it may be estimated that about 
sixty-five per cent. will be employed west of 
Cumberland. 

Passenger Cars. 


27 passenger cars, contracted for........ $50,000 
12 baggage and mail cars, to be purchased 15,000 


39 cars, amounting tos... ......2..-++- $65,000 
Burden Cars. 


100 double sets of trucks, now in use for 
carrying rails for the new track, 


built by the company........ +++ $22,500 
40 dumping cars, built by the company 
for baliags 1200s sie nc. occasdanéees 8,400 


Cars ordered the present year, 
and coming from shops of contract- 
ors, or those of the company : 


50 iron house cars, at $600 each........ 30,000 
500 covered stock cars, adapted to general 

merchandise, at $555 each........ 277 500 

350 house cars, at $500 each............ 173,000 

258 gondola cars, at $425each........-. 109.650 

50 miscellaneous cars, at $350 each.... 17.500 

1,348 cars in all, amounting to.......... $640,550 


To which if we add 942, the number of cars not 
likely to be engrossed by the coal trade, as partic- 
ularly applicable thereto, we have 2.290 cars in all 
to be appropriated to the general traffic of the road 
—nearly all of them being eight wheeled cars. 


IlI.— Transportation Department. 

Notwithstanding the diminution of travel and 
transportation of general merchandise, during the 
larger part of this year, and the almost total sus- 
pension of the coal trade for foreign demand dur- 
ing six months, from October to April, the revenue 
from transportation has been sustained within $23,- 
659 10 of that of last year on the Main Stem, and 
has increased on the Washington branch by $39,- 
087 Ol. 

For details of the passenger transportation, please 
see the appended table marked L. 

The coal transportation has increased over that 
of last year, in the face of the remarkable discour- 
agement and suspension as above stated from Oct., 
1851, to April, 1852. 

The tollowing statement shows the particulars 
of this trade, and the amount brought from Cam- 
berland in addition to that purchased for use of the 
company, chiefly in their locomotives: 

Coai delivered 
at Locust 
Point. Balt. H. ferry. 
Borden Mining company..30,890 1,290 54 
Cumberland coal and iron 

company, Wash. mines. 16,459 852 a 
De. do. and M’d. mines. 4,223 svee 4 
Cumberland coal and Det- 


mold mines............19,336 6,007 44 
Percy: Cos... ceva cees ds 173 1,407 517 
Washington coal company 6,147 1,037 225 
Astor coal company....... 1,921 2557 120 
Maryland Mining Co..... 12,830 646 328 
Alleghany Mining Co..... 14,844 580 63 
Parker Vein company.... 6,159 910 12 
‘Thomas Kerr..<. i200 ..%: 5,391 946 J 
Frostburg coal company..18,031 17,624 834 

136,404 33,856 2,204 


1852. 1851. 
Locust Point....136,404 132,350 Inc. 4,054 tons. 


Baltimore....... 33,856 17,833 “.16,023 “ 
Harper’s Ferry.. 2,204 4,145 Dee 1,951 “ 
Other points.... 8,032 wre Sen 





180,496 163,501 Inc.16,995 


2 do. do. Smith & Perkins, at $9,500 19,000 Coal for Baltimore and Ohio railroad company 
2 do. do, NewCastle Manufacturing from— 

Co:, at 90,000; 2 ' "FS:G0G| Detmola’s. .o. 105s ok cace goes ccc cons cove kee 
1 do. do. do. do. at $8,500 8,500) Mt. Savage.............. Ged shed dcas Feees 5,213 
3 ordered in company’s shops, at $9,500 28,500) Eckhart Mines...........0. 0... se0+ee002- 1,559 


%6 engines in all, costing together. .... ..$735,000 





25,794 
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Of general tonnage, the details may be seen in 
the appended tables J and K. 

In the revenne of the Main Stem, it will be seen 
in the Treasurer’s statement, and in table R, that 
there has been a comparatively small decrease,—a 
much less falling off than was jasey apprehended 
at the beginning and during the first half of the 
year. It will be seen also that this difference lies 
in the passenger receipts, owing without doubt to 
the cape se of more advanced routes, The Te- 
venue of the Washington branch has exhibited a 
handsome increase. 

The expeuses of transportation, as reported by 
the Treasurer, shows a sinall increase on the Main 
Stem, but a large one on the Washington branch. 
Much of the latter increase was owing to a correc- 
tion of accounts between the two roads, rendered 
necessary bv the previous omission to charge off 
trom the books of the Main Stem to those of the 
Branch road, portions of common expenditure, 
which could not be separately entered ‘when first 
returned. Such an omission for the future has 
been guarded against. 

Table R, will exhibit a more accurate compara- 
tive statement of the expenses on the two roads. 

1 canoot close this report without repeating cor- 
diaily my thanks to the officers and the great body 
of employees of the company under my direction, 
for their faithful co-operation ; nor omit the remark 
at the end of my last annual report against the use 
of intoxicating drinks. I am more confident every 
day that to ther use we owe remotely or immediately 
all the misdemeanors to which the service is subjected. 

All of which is respectfully submitted. 
Ww. Parker, 
General Superintendent. 


Enaineer’s Orrice, Battimore anp Ouro R. R. 
Battimore, October Ist, 1852. 
Tuomas Swann, Esq., President: 

In the annual report now submitted, I adhere to 
the heads used in the similar reports of preceding 
years, referring to those reports for such details as 
they contain. 

Description of Work under Ccnstruction. 

All the work upon the 200 miles between Cum- 
berland and Wheeiing, had been provided for by 
contract or otherwise at the date of my last annual 
report, as therein stated—the last of the contract 
work having been let in December, 1850. It is not 
necessary to repeat the minute account of the work 
upon the line which will be found in the reports of 
the three years previous to the present, and I will 
notice therefore only that which is of prominent 
importance and chiefly upon the part of the road 
not yet completed. 

Tunnels.—There are 12 tunnels, the shortest of 
which is upon the 158th section and is but 105 feet 
long, and the longest ufon the 82d section, 4,100 
feet. They are all completed except one of 2,350 
feet upon the 163d, and one of 1,250 feet upon the 
172d section. Everett’s tunne! of 300 feet upon the 
32d section has been arched with brick fo: about 
half its length. McGuire’s and Rodemer’s tunnels, 
of 500 and 400 feet respectively, upon sections 65 
and 68, are timbered throughout their whole length. 
The Kingswood tunnel of 4,100 feet on section 82 
is also supported by timbers for more than half its 
length. Marray’s tunnel of 250 feet on section 84, 
requires no arching. The Glover’s Gap tunnel, on 
section 152 of 370 feet, is timbered, and so is Mar- 
tin’s tunnel of 180 fect, upon section 160. Eatons’ 
tunnels on sections 158 and 159, of 105 and 300 feet 
respectively, require no support except a small part 
of the latter. The “ Board Tree” tunnel of 2.350 
feet upon sections 163, has been propped with tim- 
ber as it has advanced, and so has the Welling 
tunnel of 1,250 feet upon sections 172. Shepherd’s 
tunnel of 400 feet upon section 182, needs no artifi- 
cial support. The aggregate length of these 12 
tunnels as heretofore stated is about 10,500 feet or 
2 miles. They are all excavated in slate rock ex- 
cepting Marray’s on the 84th section, which is in 
white sand stone. The quality of the rock forming 
the roots of the several tunnels is very various, and 
hence the necessity of sustaining some of them and 
not others with timber preparatory to arching. 

Bridges.—All the bridges of magnitude upon the 
line have been mentioned in previous reports.— 





They are 114 in number. Only two of the larger 





tab 
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class are in an unfinished state. The principal one 
the road which crosses the Monongahela a 
mile above Fairmont, has 3 spans of 200 feet each, 
supported at a height of 4 feet above water sur- 
face, upon two piers and two abutments of mason- 
Re with a superstructure of cast and wrought iron, 
e only timber about it being the floor beams sup- 
porting the track. The next is over Wheeling 
Creek, at the end of the road, and consists of two 
spans of 75 feet at a height of about 38 feet above 
water. The abutments are very massive, and the 
one on the north side of the creek torms the retain- 
ing wall of the station grounds at the terminus of 
the road; while the passenger house covers the 
eastern half of the bridge, the superstructure of 
which is upwards of 70 feet in width and entirely 
of iron, except the floor. 


Depot Buildings.—There are but two points upon 
the line at whie permanent station buildings are 
at this time in course ot erection, At Piedmont. 
28 miles west of Cumberland, an engine house has 
been built of circular form with room for 16 loco- 
motives.and tenders, it has an iron roof upon a new 
model, combining lightness and economy, with am- 
ple strength and entirely proof against fire. An 
extensive shop, for repairs of the rolling stock, is 
in progress and will in the course of the winter be 
prepared for the reception of the stationary machin- 
ery which has been engaged for it. At Wheeling 
there have been some 10 acres of ground secured at 
a point about 2 miles south of the terminal station 
at the mouth of Wheeling creek, for an outer or 
machinery depot, on which all the necessary build- 
ings for the shelter and repair of locomotives and 
cars will be erected, and where a house for the ac- 
commodation at first of several engines, and after- 
wards to be converted into one of the workshops will 
be immediately put up. The improvement of this 
property contemplates two houses, each to hold 16 
engines, a work shop 100 by 200 feet, and a foun- 
dry and smiths shop each 50 by 100 feet ; also frame 
houses for the shelter of cars, and a water house 
holding 3 tank reservoirs. The inner station build- 
ings now being erected on the north side of the creek 
comprise a freight house with 4 tracks, 94 feet wide 
and 340 feet long, a passenger hall of 60 feet front 
and 45 feet deep with a shed roof extending back 
over the bridge as above mentioned, and making 
the entire length of passenger building 360 feet.— 
On the south side of the creek there will be a house 
in the form of a quarter of a circle, to contain 3 
engines and 6 cars fr the passenger business.— 
Water is provided for the engines at this point from 
the reservoir of the Wheeling water works. 


Progress of the Construction. 


The track on this day has reached the 161st sec. 
tion at the Littleton Station, on the South Fork of 
Fish creek, and two miles east of the ‘“‘ Board Tree” 
tunnel—from thence to Wheeling, a distance of 
forty miles, the graduation will all be completed 
by the middle of November, excepting the Board 
Tree tunnel, which cannot now be finished until 
after the opening of the road. This work has been 
retarded by several causes, among which the inef- 
ficiency of the original contractor has latterly been 
the chief reason, which would not furnish a suit- 
able excuse for its backwardness, had it been prac- 
ticable to have superseded him by one of greater 
capability at anearlier period. The work has been 
recently transferred to the hands of the energetic 
and skilful contractors who have just finished the 
Glover’s Gap tunnel at the 152d section, and it will 
by them be pressed forward as rapidly as possible. 
The same expedient will be resorted to here as at 
the Kingwood tunnel—viz: the passage over the 
natural surface of the ridge by gradients of steep 
inclination. The summit over this tunnel is 300 
feet high, being 80 feet greater than that of the 
* Kingwood tunnel, yet the inclines are so located as 
to give planes of much less activity, there being no 
ascent greater than 6 feet in the hundred, instead 
of upwards of 10 feet in the hundred, as at the 
Kingwood ridge. A locomotive will, for this rea- 
son, perform twice as much work as upon the lat- 
ter grade, and there will be no risk of the train 
sliding backwards with locked wheels as occasion- 
ally happened upon that grade when the rails were 
slippery. 

y the end of the present month, at latest, the 
track is expected to be laid over this ridge, after 


which it will advance raphy 
D 


to the “ Welling” 
tunnel on the 172d section, nine miles west of the 
Board Tree” tunnel, and Rene through the Well- 
ing tunnel by the first of December, at farthest— 
where it will be within twenty-eight miles of 
Wheeling. 

The laying of rails is about to be commenced at 
Wheeling, iron having been forwarded thither by 
the Pennsylvania works, and by the first of Decem 
ber it is expected that fifteen miles eastward there- 
from will have been put down, leaving an interval 
of but thirteen miles to lay in all the month of De- 
cember; and this can very readily be done by a 
single party of workmen. 

It will thus be seen that there is little room left 
for fears of disappointment in the public expecta- 
tions, which have been all along encouraged to 
ey the final completion of the line by January 
1, 1853. 

Of the unfinished work left behind by the track 
as it has advanced, the only two items of critical 
importance are the Monongahela Viaduct and the 
“ Board Tree” Tunnel. The former has been vex- 
atiously delayed by the difficulties which have at- 
tended the foundations of its two piers, especially 
the eastern one, the site of which fell in deep water, 
and where the bed of the river was a mass of tim- 
ber, buried in mud—upwards of 100 trunks of trees 
and logs having been extracted therefrom in the 
erection of the trestle bridge, by which the river is 
now passed. The piers will both be built upon 
solid rock—the western one is now rapidly advanc- 
ing to completion and the foundations of the other 
will be secured, it is hoped, in the course of this 
month. The iron superstructure has been built to 
the Mount Clare shops and is ready to be put up, 
and the western span is now being transported in 
the site of the bridge. I still hope to see the entire 
bridge up by the opening of the road. The trestle 
bridge which now carries the track and by aid of 
which the iron ‘work will be erected is very sub- 
stantial, and the only fear respecting it would be 
from an ice flood in the river, not likely to happen 
until it gives place to the permanent superstruc- 
ture. 

The Board Tree tunnel requires a good deal of 
work for its completion. The heading drift admit- 
ting the passage of air through the tunnel was fin- 
ished in June last, and if it had been possible to 
have forced the work on with suitable speed from 
that time, the whole bottom and approach cuts of 
the tunnel might have been removed, the track laid 
through it this month, and the passage over the 
ridge avoided. As matters now stand it will not be 
practicable to accomplish this by January, and 
hence the inclines over the hill must be used after 
the opening of the road for a time—but I trust a 
short one, as the work will be driven with all pos- 
sible dispatch. The delay to passengers and freight 
at this point, will not however, be serious, and there 
will be entire safety in the transit. 

Cost of the Work under Construction. 

In the last annual report as in those preceding it, 
[I submitted statements of the cost of the road as or- 
iginally estimated prior to placing it under contract, 
and as subsequently revised by the application of 
contract prices. Periodical revisions of such esti- 
mates ale customary and proper, and these should 
acquire increased precision as the work advances. 
In continuance therefore, of the series of corrected 
estimates of my previous reports, I now submit an- 
other revision, which in the present stage of the 
work, so near its completion must leave jess room 
for error than any which have preceded it, ana I 
will take this opportunity to present in one view, 
the successive estimates of the series, with such ex- 
planatory remarks as may be necessary to show 
that each was founded upon data on which there 
was good reason to rely. 

In my report to you of February, 1849, exhibiting 
the first estimate of the cost of the road from Cum 
berland to Wheeling, founded upon instrumental 
surveys and computations of excavation, masonry, 
etc., I placed the amount, as re-stated in my report 
to you of October 29th, 1849, at........$6,865,012 
This estimate preceded the contracts for 

any part of the road, and was founded 

upon the judgment of your engineer 

in reference to the value of the work 





to be done. 





In my report of October 29th, just nam- 
ed, is the first revision of the original 
estimates, by the: oe of the 
contract prices of the first three let- 
tings then made, and covering about 
one-half of the line ; and this revision 
reduced the estimated cost of the road, 
including tunnel masonry to........ 6,278,713 

And showed an apparent sav- 
ing Of. 0... 200 coos ceee e+ «$885,268 

Upon aclose comparison of cor- 
responding items—and, after 
an allowance of 5 per cent. 
on the revised estimates, the 
Pp ago saving still amount- 

as here seen, to.... ..-..$596,281 


In ay report to you of November 15th, 
1850, not printed, but referred to and 
the figures of the estimate set forth in 
4 last annual report of October Ist, 
1851, I offered a second revision of the 
estimates which gave as the result, in- 
cluding similar items,.............. $6 





And showed an increase of .. .. $181,593 


Due to the change of route at 
the west end of the line, 
which increase, but for the 
deduction made from the cost 
of the railway on the whole 
line and of graduation and 
bridging on the part of the 
line not then let, would have 
WOCTs cccccene eee veee $436,276 


This increase, it will be seen, grew out 
ot a cause quite beyond the control of 
this department. 

Deducting the estimated cost of tunnel 
masonry, which was put down at 
$250,000, this last revised estimate of 
November 15th, 1850, and October 9, 

1851, stood at....... + eee seve oO, 210,324 

Upon this estimate the financial arrangements of 
the board were founded, as appears in their annual 
report of last year. Up tothe date of that report and 
even beyond it, I entertained and expressed the be- 
lief that the excess, if any, would be small. lam 
now called upon to acknowledge that the belief was 
not well founded, and to admit that I was too san- 
guine in entertaining it. Explanations however 
honest and sufficient in themselves, of surplus ex- 
penditures in such cases, cannot be expected to re- 
concile the proprietors of the work to the unsatis- 
factory result, but they must nevertheless be offered 
by the party whose foresight they call in question— 
aad I will proceed briefly to touch upon the piinci- 
pal particulars of the subject. 

The turther revision of the estimates now offer- 
ed, is as follows: 

Estimated value of work still to be done at this date 
( October 1st, 1852,) by the time the road is opened 
to Wheeling and shortly thereafter. 

Graduation .... css. seeeceeecececseces $161,000 


Masonry ........ PUUbS Drees Ph pee are or 61,000 
Ballast for track..........0.- eee’ GES 35,000 
Cross ties........ WEL Ved eVouridee ss 17,500 
Spies oc 0c.ccce cece scee sees esse sees ee ,000 
CE cv cvra ade bbeutmenhe Vee cece ce 1,000 
Laying rails......60 sees cece cece cece 23,000 
Transportation of rails......... seoeees 42.000 
Bridge superstructures..........-.+.+. 48000 
SE SRD ore rive nesia os énee oF 13,000 
Station buildings, engine houses an 

shops........ EA ERED 54,000 
Road department, completing ballasting 

and adjusting rere removin week, 

removing slips and preparing the roa 
for -utde ayaa team aun 42,000 
Punching, straightening and loading 

rails at Locust Point........ cee. cece 900 
Miscellaneous work.... eeeeeeee eeeeee 8,000 
Engineer department.... eeee eeee eeeee 12,000 
Right of Way... eeee ee ee eeee ee ee eeee 3,000 
Contingencies. .... eeee eeee eee seeesee 8,600 


| 


Total... C086 Cee Cee Cees CORE SEOS $535,000 
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Add balancés dae upon)contract work... 195,000 
Total amount of work to be done and pay 
ments to be made... .... sees weeseee 
Add to this the total amount reported by 
the Treasurer, to have been expended 
to this date, October Ist, exclusive of 
locomotive machinery, interest and 
Wheeling property...........0.566+. 6,145,277 





And the present revision of the estimates 
will exhibit an aggregate cost of..... 6,875,277 
Amount brought forward... ........ ....$6,875,227 
This amount will be subject to a credit 
for iron and other materials, stock, &c 
on hand at the completion of the work, 
rg eee ee eeeeeeee eeee eee ee 60,000 
Reducing the above aggregate to....... $6,815,277 
And it will also be subject to a deduction 
on account of the following named 
items: 
Surveys made prior to the commence- 
meat of the construction and not in- 
cluded in the estimates but included in 
the statement of money ex- 
PRONE: oc cecindccws cdesccnG, 060 
Tunnel, arching and timbering. 25,196 
Permanent improvements at Lo- 
CORE FUER ccc cceccccscceces S600 
At Mount Clare..... Geceescsdve MOWe 
On the line west of Cumberland, 
not embraced in the original 
or revised estimates.......... 71,000 


Cee 





183,556 


Which reduces the present estimate to. $6,631,721 
Comparing it however with that of Nov. 
Wey FOG s sc ctecdekeents es 6,210,324 


We still have an excess to account for 
Ob wov.coce cons cpeccocese.ccosse cance QMRl ON 
Upon this I offer the following explanatory re- 
marks. In my reports upon the five several let- 
tings by which the graduation and masonry were 
laced under contract between Apri!, 1849, and 
ecember, 1850, I called the attention of the board 
to the low prices of the proposals, and expressed 
my fears that many of the sections and jobs oi 
masonry would have to be relet, although no work 
was awarded to any party whose testimonials dia 
not speak sufficiently in his favor to warrant the 
belief that with close economy of management and 
under the most favorable circumstances, he migat 
complete his engagements with the company. 
These apprehensions were shown afterwards to be 
well grounded; for out of the 200 sections of the 
line it has been found necessary to find new con- 
tractors for 88, and for 28 ot the bridges. Of this 
abandoned work, 9 sections, including section 77, 
one of the heaviest upon the line, and 8 bridges 
embracing the viaduct over Wills’ Creek at Cum- 
berland, the two ever the Potomac on the 2lIst and 
30th sections, the one over Cheat river on the 76th 
and that over the Monongahela, near Fairmont, on 
the 123d section, were undertaken and completed 
by the company, and have been executed in a bet- 
ter manner than they cuuld have been under any 
contract, but undoubtedly at an enhanced price. 
The work thus deserted by the original contractors, 
and in some cases bj those who succeeded them, 
in consequence generally of their inability to do it 
at their prices, was necessarily re-let at an advance 
in every case, and the aggregate increase of cost 
from this cause has been, as it may well be sup- 
posed, extremely large, and of itself more than 
sufficient tu absorb the 5 per cent. allowed for su 
perintendence and contingencies. That allowance 
would have been larger, but for the expeetation ex- 
pressed in my last report, that the saving upon 
some sections, and in railway tracks and tunnel 
masonry, would assist in counterbalancing the 
losses by the re-lettings and by the increase in the 
quantity of the work, chiefly upon the first divis- 
ion due to the change in its location and plan for 
the accommodation of the prospective canal and 
slack water from Cumberland to the month of Sav- 
age river. And this hope I continued to indulge 
until the date of the last annual report. Up tothat 
time, however, the heaviest work, which was upon 
the third division of the line, was still quite unfin- 








‘ished. The final estimates 
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upon most of that 
work, disappointed me in their amount, and added 
largely to the previous advance upon the contract 
estimates, The character of the graduation upon 
this part of the line (covering 24 sections) made 
accurate estimates in the first instance impossible, 
and the quantity of excavation and embankment 
as originally calculated, were largely increased by 
slides from the precipitous mountain slopes. This 
cause of addition to the work has operated exten- 
sively throughout the line, and has contributed 
heavily to the cost of grading, although I am glad 
to be able to assure you, that the road bed is now, 
and promises to be tor the future, as solid and se- 
cure as need be desired. 

The causes of increased cost just noticed, refer 
to the graduation and masonry, the principal heads 
of expenditure upon such a line as this. There 
has been also some increase in the cost of water 
stations, and also in the very indeterminate item of 
“right of way.” The expense of superintendence 
which was not specially estimated, will have am- 
ounted as usual upon such lines to about $1,000 per 
mile. Numerous contingencies, such as the ex- 
penses of bringing large bodies of hands to the 
line of the work—iaw and legislative expenses, and 
a host of small charges, amounting in the aggre- 
gate to a considerable sum, have helped to swell 
the tide of expenditure. Lastly, the cost of pertect- 
ing the drainage of the road bed and adjusting the 
track for an average period of abouta year after 
the opening of the first division, has added not a 
little tothe amount. I am not able at this time, 
tully to set forth the particulars ot these several 
heads, but propose to do so when the whole road 
shall have been completed, and all the final esti 
mates upon contract work returned. I believe the 
present revised estimate will be found sufficient tor 
tbe work specified therein; and the execution of 
which will accomplish the main object of open- 
ing the road for trade and travel t@ Wheeling. In- 
deed, that object will be accomplished by a less ex- 
penditure than that provided for in this estimate; as 
it will not be practicable fully to complete all the 
works which it conter plates by the time the track 
is closed. Enough will have been done however, 
to justify a beginning of the business of the road, 
and the further required accommodations will be 
speedily provided after the first train passes 
through. 

Of one thing [ can assure yourself, the board and 
the stockholders—that the work will have been 
well executed. The road bed, with few inconsider- 
able exceptions, is graded for two tracks—the ma- 
sonry and superstructure of the bridges are of the 
most durable character—the water stations built 
and furnished in the best manner and the principal 
station and engine houses, constructed in a spaci- 
ous and substantial though simple style. 

It is more usual than perhaps generous to com- 
mend the excellence or excuse the costliness of one 
work by comparing it with others which may hap- 
pen to fall short of it in the former or exceed it in 
the latter respect. I suppose that I should not be 
withheld by a scrupulous delicacy from doing that 
tor which the prevailing example of professional 
men would be my warrant, and I therefore might 
annex a list of a few works of a character more or 
less.similar to the Baltimore and Ohio Railroad, 
which appears to compare unfavorably with this 
work in these aspects. Upon reflection however, 
[ think it sufficient to instance one of those lines, 
which asa work well known to us—parallel in po- 
sition to our own, and sharing the trade of the 
West with us, may be properly instanced—I speak 
of the New York and Erie road, which in the re- 
port of its directors of Dec, 24, 1851, is stated to 
have cost, “exclusive of engines, cars, steainers, 
stations, &c,” $43,333 per mile. The Baltimore 
and Ohio railroad west of Cumberland, exclusive 
of similar items will have cost bat $33,158 per mile 
—the difference in its tavor being $10,175 per mile. 
Yet the Erie road passes through a much less diffi- 
cult country, and is graded for a single track for 
most of its extent, and, without the smallest intend- 
ed disparagement to that great work or to any one 
professionally or otherwise connected with it, I 
feel may say that the Baltimore and Ohio rail- 
road compares advantageously with itin the dura- 
bility ot most of its works. 

Before leaving the subject of estimates, I would 








refer for a: moment to that of “Machinery” for 
working the read, which in my report of Octoter:., 
29th, 1849, is placed at $500,000—and which,has 
recently been re-estimated by the General Superin- 
tendent, and with my full concurrence, at consider- 
ably upwards of twice that sum: It will be ob- 
served that, in my report referred to, the stock .of 
machinery estimated for was only that required to 
carry over the new road between Cumberland and 
Wheeling the trade supposed to traverse that part 
of the line during the first year after its opening— 
not including any part of the enlarged establish- 
ment of motive power and cars required on the old 
road east of Cumberland, by the vastly increased 
business thus thrown upon it. It will moreover be 
noticed, that the trade and revenue assumed in my 
estimate was but about two-thirds of that upon 
which the estimates of the General Superintendent 
are founded, and which I earnestly hope may be 
realized by the actual operations of the coming 
year. All of which is respectfully submitted. 
Bens. H, Latroze, Chief Engineer. 


The above reports were prepared for no such ob- 
ject as that for which we use them, but for the 
information of the stockholders, and are similar, 
in all respects, to that published by the company 
for a series of years. Both in the engineer’s and 
superintendent’s reports, all discrepancies between 
the fact and the previous estimate, are always mi- 
nately explained, so that the stockhelder is enabled 
to see exactly in what manner the means of the 
company have been expended. 

Accompanying the report are 16 tabular. state- 
ments, the several heads of which we subjoin: 


1, General Financial Statement of cost of road. 

2. Statement showing Revenue and Expenses 
for the year. 

3. Statement showing Dividend, etc., paid. 

4, Statement showing the cost of the Washing- 
ton branch. 

5. Statement showing the revenue and expenses 
of the Washington branch. 

6. Statement showing the dividend, etc., on the 
Washington branch, 

7. Statement of the number of locomotives on the 
Main stem and Washington branch, owned by the 
Baltimore and Ohio railroad company, and exhib- 
iting the net cost of expenses for repairs, &c., for 
the same, for the year ending September 30, 1852. 

8. Statement of the number of Tonnage and 
Passenger Cars on the Main stem and Wash- 
ington branch, owned by the Baltimore and Ohio 
railroad company, and exhibiting approximately 
the net expenses of repairs and renewals of the 
same, forthe year ending 30th September, 1852. 

9. Abstract of commodities transported east- 
wardly, from the several depots on the Main stem 
of the Baltimore and Ohio railroad, to Baltimore, 
during the twenty official years, commencing 
October Ist, 1831, and ending September 30th, 1851, 
inclusive. 

10. Abstract of commodities transported west- 
wardly, on the main stem of the Baltimore and 
Ohio railroad, to the several depots on the line of 
the road, dnring the official year ending 30th 
September, 1851. 

11. Tabular Statement, showing the number of 
passengers carried from each station, upon the line 
of the Baltimore and Ohio railroad, and upon the 
Washington branch, during the year ending Sept- 
ember 30th, 1852, with the reduction of the same 
to passengers carried one mile. 

12, Statement detailing the operations of the 
road for the year ending September 30th, 1851, and 
an estimate of the cost of the several operations 
both in gross amount, and for passengers or ton, 





per mile. 
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13, Comparison of the expenses of ot transportation 
Office with those of 1850, on Main stem. 

14. Trade, revenue, expenses, profits, and divi 
dends, of the Baltimore and Ohio railroad, from the 
time of its opening, in 1830, to the present date 
September 30th, 1852. 

15, Comparison of the cost of construction and 
Operation upon eight of the leaaing railroads of the 
United States, compiled from their most recently 
published reports, 

17. Condensed statement of the operations of the 
Washington road, tor the year ending September 
30th, 1852, 

18. Revenue of 1851 and 1852 compared, 
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Indiana and ILllinots Central Railroad. 

We give in another co!umn a description uf the 
rout: of the above road, with an estimate of its 
probable cost. By reference toa map of the West 
ern States it will be seen that the proposed route 
will connect the capitols of Indiana and Illinois by 
nearly a straight line. Not only this, but the a- 
bove will form a portion of a remarkably direct 
line of road, passing through the capitols of the 
three great western States, Ohio, Indiana and IIli- 
nois, which will be extended to the western bound- 
ary of Missouri by the Hannibal and St. Joseph 
railroad by the most direct route possible, and one 
coincident with the convenient route of travel 
through the western States, and in time, probably, 
to the Pacific. 

In the West too, in case of the refusal by the Illi- 
nois legislature to grant a charter to the straight line 
between Terre Haute and St. Louis, the proposed 
road, in connection with the Alton and Sangamon, 
would constitute a pretty direct line from Indian- 
apolis to St. Louis, and would supply a link in the 
extension west, of the great lines of road concen- 
trating at Indianapolis, the want of which is begin- 
ning seriously to be felt. 

The above project is attracting much attention 
in Indiana aad Illinois, and is enlisting a warm 
and efficient support in its favor, and will probably 
be carried forward vigorously to its completion. If 
well sustained at home, we think it would form an 
attractive project to capitalists and the public. 








Finances of Cincinnati. 

The taxable property of Cincinnati City, accord- 
ing to the assessments in 1851, was $43,402,810. In 
1852 it was $52,462,110; but the actual value of 
taxables at tair valuation now reaches to at least 
$100,000,000. 

The entire debt of the City, on the Ist January 
last was $2,240,000. $450.000 of that sum isa 
loan of credit to four Railroad Companies, whereja 
first mortgage on the respective roads is given to 
secure the city in the repayment of the amount with 
interest—so that in fact the city debt is $450,000 
less than the amount stated above. 

The city owns in her corporate capacity real and 
personal property within her limits, including the 
Water Works, valued at $4,575,677 35. 

This estimate does not include the city’s stock in 
the Whitewater Canal Company, which cost $430,- 
000, but is now of uncertain value. The revenue 
of the city for 1852 arising from taxation and all 
sources was $433,200. 

The population of the City in 1850, was 117,350. 
On the Ist January, 1853, it was 160,120. 





Coal and Coal Stocks, 

Speculation has, within a year past, been turned 
toward coal lands and coal stocks, under the idea. 
that from the rapialy increasing demand for coal. 
the value of this article was lik: ly to be very 
largely increased. We see no reason, however, to 
believe that any extravagant advance is to take 
place ; ard have no doubt that the present, and the 
works in progress, will continue to furnish an 
abundant supply, at very nearly the old rates. 
One half the capacity of the Pennsylvania lines 
we do not think has been reached, notwithsiand- 
ing all said to the contrary. It is reasonable to 
suppose, that the mines now worked are those most 
conveniently located, and which produce the best 
article. Such we have no doubt is the fact, and 
those coming into use must compete with the old 
ones at a manifest disadvantage, and of course be 
less profi‘able. 

Another conclusive evidence to our minds, that 
these new schemes are comparatively worthless, is 
the fact that they are owned and managed in Wall 
street. Did they possess an intrinsic value, they 
would have been taken up and carried on as pri- 
vate enterprizes. A man who hasa good thing does 
not invite the public to share his good luck. By no 
means, It is only when it is weak, that he calls 
for public support. Most of the money that will 
be made out of these bogus schemes, will come 
out of the public, not out of thecoal mines. Many 
of them are got up to impose upon the credulous 
and unsuspecting, and to provide fat places and 
agencies. These “ill answer very well as footballs 
for Wall street, b&t those who do not want them 
for this purpose will do well not to touch them at 
any price. 





Rockford and Rock Island Rallroad, 

Ata meeting of the Board of Directors, held at 
Rockford on the 16th ult, the contract for the grad- 
ing, masonry, bridging, furnishing material (iron 
excepted) and laying the superstructure for the se- 
cond division, trom Dixon to Albany was awarded 
to Mr. Henry Doolittle, of Dayton, Ohio. This 
road commences at Beloit on the north line of the 
State of Iliinois and follows down the valley of 
Rock River, passing through the towns of Rock- 
ton, Rockford, Byron, Oregon, Grand De Tour, 
Dixon, Sterling and Como; thence directly west to 
Albany opposite Camanche, on the Mississippi, 
thence down the river to Rock Island. 

The second division crosses Whiteside county 
from Dixon, through Sterling and Como to Albany 
seven miles below Fulton; this division forms a 
connection with the Aurora road, and makes from 
Chicago the shortest distance by railroad to the 
Mississippi. 

The third division from Dixon to Rockford will 
be put under contract the coming summer. The 
whole line of this road traverses one of the finest 
and best settled regions in northern Illinois, and 
abounds iv good water power, passing through a 
succession ot flourishing villages. Its north, south, 
east and west connections, together with ifs not 
competing, but feeding and being fed by other pro- 
jects must make it a good road. 

The following gentlemen compose the board of 
directors: John Dement, of Dixon; Simeon Samp- 
son, of Como; S. Happer, of Albany; Jacob Bo- 
hart, of Camanche, Iowa; R_ B. Mason, of Chica- 
go; John A. Holland, of Rockford; Waite Talcott, 
of Rockton. 

President, John Dement, of Dixon; Secretary 
and Treasurer, J. B. Brooks, of Dixon; Chief En- 


gineer, R. Ogilby, of Dixon; “Consulting Engineer, 
R. B. Mason, Engineer in Chief of the Illinois 
Central railroad. 





Railroads In Georgia. 

Southwestern Railroad.—The engineers are now 
engaged in surveying a route from Oglethorpe to 
Americus. They have passed over one of the pro- 
posed lines, and find the distance to be nineteen and 
a half miles. They are now ona second route, 
and will probably survey athird, when one of them 
will be selected. The prospects are highly favor- 
able for the early completion ot this road. All the 
stock required to be taken by the citizens of Sum- 
ter, has been subscribed for, and the first instalment 
paid in. Americus is a flourishing and healthy 
village, and will no doubtin a few years he equal 
in business and population to any other town in 
south western Georgia. 
Eatonton and Miiledgeviile Railroad is nearly 
completed. The cars run daily to within 3 miles 
of the former place, and arrangements have been 
made to convey passengers to Eatonton without 
delay. 

Atlanta and West Point Raiload.—The cars 
reached LaGrange on the 27th of January. The 
remaining seventeen miles of the road, from La- 
Grange to West Point, are nearly completed, and 
soon there will be a continuous line of railroad be- 
tween the cities of Montgomery and Charleston. 





The Connellsville Railroad. 

We have obtained the following statement of 
the various routes, &c., of this contemplated road, 
as ascertained by the surveys of 1837. 

Distance from Cumberland to Pittsburgh, by 
Will’s Creek route, 154 miles—grade 66 feet. 

Distance by Jennings’ run route, 144 miles— 
grade 116 feet. 

Distance by Baltimore and Ohio railroad and 
Great Youghiogheny, 174 miles—grade 116 feet. 

The grade by Wili’s Creek and Jenning’s run 
routes, refers to that part of the road between 
Cumberland and Castelman’s river. Upon reach- 
ing the iatter point, the grade is very moderate all 
the rest of the way to Pittsburgh. 

The Youghiogheny route runs34 miles in Mary- 
land, Will’s Creek 9 miles, and the Jenning’s run 
t9 miles. 





Savanna Branch Railroad. 

The stockholders ot the Savana Branch Railroad 
Company at their meeting on the 26th ult., elected 
the following directors: 

D. A. Knowlton, C. Martin, Geo. Parinton, Silas 
D. Clark, Seymour G. Bronson, all of Freeport; 
John H. Adams, of Cedarville; John B. Turner, 
Wm. H. Brown, Thomas Dyer, E. S. Wadsworth, 
Charles Walker, Hugh T. Dickey, all of Chicago; 
Porter Sargent, of Savanna. 

The following are the officers of the company :— 
D., A. Knowlton, President and Acting Director. 

John Van Nortwick, Chief Engineer. 

L. W. Guiteau, Secretary and Treasuier. 

The directors instructed their engineer to locate 
the line and prepare the work for contract as early 
as practicable. 

The amount of $500,000 of stock authorized to 
be subscribed having been taken, the board direct- 
ed the book of subscription to be closed. 





Wabash Valley Railroad. 
We learn that the contemplated railroad trom 
Toledo following up the valley of the Maumee 
river, and down the Wabash Valley is to be placed 





forthwith under contract. 











ous’ @e fB 


BaP eo oe LE Ss 











Railroad Exhibits. é 

We give this week the report of the Chief En- 
gineer and Superintendent of the Baltimore and 
Ohio railroad, for the year ending Sept. 30, 1852 
They are interesting in showing the operations of 
one of the most important railroads in the United 
States, the second, in length of line and cost. We 
have an additional reason for presenting them at 
this time; we consider them to a certain extent, 
models which other companies will do well to fol- 
low, at any rate till more complete and perfect ones 
are produced. We desire to secure from all com- 
panies full and detailed statements of their affairs. 
As a means to this end, we shall continue to lay 
before our companies, whatever we may think 
worthy of imitation. We do not see how we are 
to get on much longer without a better system in 
the statements of most of our companies. It musi 
be borne in mind that in most of the States, no re- 
ports are required by thir legislatures. Een 
those made under the sanctions of law, often fail 
to convey any clear idea of the state of the compa; 
ny’s affairs. We want reports that are made vol- 
untarily, with a desire to communicate information, 
instead of suppressing wt. ‘The public must insist 
upon such reports, and consider the neglect to make 
them as an evidence that something is concealed 
that will not bearthe light. Capitalists all over the 
world are beginning to be interested in our public 
works, and it is most desirable that they should 
have the best means possible of forming a correct 
and favorable opinion as to their value, and the 
manner in which our public enterprizes are man- 
aged. In endeavoring to effect reforms and bring 
about a system, the necessity of which all admit, 
we hope to have the aid and co-operation both of 
capitalists and railroad companies. 





Pittsburgh, 

In the month of August, 1850, the population of 
the City of Pittsburgh was 86,771. In January, 
1853, it was 110,241. The value of taxables $65,. 
000,000. 





Greenville and Columbia Railroad. 
This road is opened to Donaldsville, 103 miles 
from Columbia, and isexpected to be completed to 
Greenville 38 miles further, by the first of July 
next, as well as the branch to Auburn, 23 miles. 





Stock and Money Market. 

The present has been a heavy week in the stoek 
market, and most of the fancies have suffered a 
considerable decline. In some coal stocks there has 
been a eomplete break down. Confidence in a great 
measure, has been lost in the coal fancies, in par- 
ticular, and they are consequently forced upon the 
market by weak holders, which is overloaded, and 
most of the speculative stocks suffer from this fact. 
The check which speculation has received we re- 
gard as likely to prove highly beneficial. The 
prices of sound securities are well sustained, and 
a good demand exists for first class railroad bonds 
andstock. There has been an active demand for 
money for the past week, but the supply is still 
ample for all legitimate objects. We shall not be 
at all sorry to see money in demand, and at com 
paratively high 1ates for some months to come. 
Speculation, for which a tight money market is the 
only cure, has been getting too rampant for some 
Months past, and needs the check it has received, 

A large sale of bonds $2,500,000, issued by the 
Parkersburgh railroad, and guaranteed by the city 
of Baltimore, and the Baltimore and Ohio railroad 
Company was made inthis city the past week, and 
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averaged about 111. The bonds are cent. 


A sale of $1,250,000 of Baltimore and Ohio second | 


mortgage bonds was made in Baltimore the past 
week at about 91.50. The receipts of the Erie road 
for the month of February are stated to be $308,000, 
those ot the Hudson River $126,000. 
The following is the business of the Mint in Phil- 
adelphia : 
COINAGE FOR FEBRUARY. 














Gold. Pieces. Amount. 
Double Eagles..........115,040 $2,300,800 00 
TANS ip 0:9 Fide do wole pine 20,233 202,330 00 
Quarter Eagles......... 51 886 129,715 00 
ROOD wknd da daitwenedad 298,435 298,435 00 

Total .... coee'ssss 5,406,504 $2,931,280 00 

Sliver. Pieces, Amount 
Quarter Dollar....... 44,200 $11,050 00 
Dimescics cece voce sce; 95,000 9,500 00 
Half Dimes.......... 135.000 6,750 00 
Three cent pieces..... 2,700,000 81,000 00 

Fotal 03006. 36. 948706 $3,039,580 00 

Copper. 
ei didsicncedeascecs 200,031 2,000 31 

RU Needs ccecacea 3,659,825 $3,141,580 31 

GOLD BULLION DEPOSITED. 
Prous Califorgins... ccec ccce cccees $3,517,000 00 
From other sources.... 22. ..s0 see 31,000 00 
NUON Wad édeu chaccdenveuecdad $3,548,000 00 
Silver Bullion deposited.......... $13,560 00 
GOLD DEPOSITED. 
1852. 1853. 

JANUARY 0200 cove co cece $4,161,633 $4,962,097 
FCURURTY «occ ccccccces 3,010,222 3,548,000 
OGRE oisiats eos otis did $7,171,910 $8,510,097 





Railway Share & Stock List; 


CORRECTED WEEKLY FOR THE 
AMERICAN RAILROAD JOURNAL. 


NEW YORK, MARCH 5, 1863. 


GOVERNMENT AND STATE SECURITIES. 
Uz. Ss. 5’s, 1853 eeee ee ee eeee £8 £8 Hee «e+ 1003 
U. Ss. 6’s, Tieciscenke eeee eeee Cee tees bei 
DO, TD esc veec beds fone tice tsi lle 
U. S. 6’s, 1862—coupon .... .e00 cence coos veee 15} 
U.S. @8, 1867. ccccccce cove junbigacwadadeede 1203 
U. s. 6’s, 1868 eeee Cee CFS FEES Se Bees oee. 1204 
U. Ss. 6’s, 1868—coupon.... eeee eeee eeee pe 
Indiana 9's... coos cece seccce cave cece cece oe LUI} 
Indiana 23........ 564 

“Canal loan 





Wasa. oo 






“ 


Canal preferred 5’s....... eevees 
Alabama 5's .... 2.00 sees cove cece secs cocess 
Illinois 6’s, 1847..... 2000 cece cecece cece cece Id 


Illinois 6’s—interest .... 0.00 coos cece cecee ees OBS 
Mmeee OO, NOTE cece ones ccccecce bece.cces tien 
Maryland 678 .... 000. cocece cece cove cose ccee 110} 
New York 6’s, 1854-5 eeeesee eee ses ceee cesel@ 
New York 6’s, 1860-61-62... «2... see. 40+...117 
New York 6’s, 1864-’65..........000 eee ++. 120 
TE, BOGE GED Wee MMne sane cove cons coves 120 
New York 53’s, 1860-’61............00- 111 
New York 5}’s, 1865.... 2... 0202 sees eee... 112 


New York 5’s, 1854-'55.... cess cess csceccee 106 
New York 5’s, 1858-’60-’62.... esee cece om’ 
oe Se Sane, 
New York 44’, 1858-59-64......-..... 101 


Canal certificates, 6’s, 1861 ...5...........2. —_— 
Ohio 6’s, 1856..... eeee eee Cee ce ee Cease woe 1044 
Bip Bir TOR ccna rigete <rannenenaansdestins 109 
GONG We Biciescere $09%.9n0e sens cuctenenn 116 
RIE Ms SF cces cove ctee egeg Save cock poseseet 
ONS BS; TOG sos 8 eee th ee ees TORE 
Ohio 7’s, 1851. eoeeve ee cess eee sees sees vee L054 


ye ae en ee: 
Pennsylvania 6’s, 1847,-’53.... sss. 00. se0. 101 

Pennsylvania 6’s, 1879.... sce. seessecesece OB 
TORMGNES BBs ceed cock sacs tess dead ace SO 
Tennessee 6’s, 1880 eee eee CESS Cee Eee «.. 1083 
Virginia 6’s, 1886.20. CCS COGS 6088s CEuUS BERe 1104 


CITY SECURITIES—BONDS, 
rook] 6’s.00 eee COCe CHS eT ee CHES ERE 
Albany 6’s, 1871-1881 eee Cee 88s eee eeee -- 10% 
CUONEIEE OB ccc cont deen geee cese spac cota aD 
St. Louis.... eeee Ceee Cee Cee Fee CBee Ses. wen 
Louisville 6’s 1880 eee COs CROs eee BH ew EES 983 
Pittsburg 6’s, 1869-1871.... were eeee eee AD 
New Work. 7's, 1867. sic ciecce, ove deccinees’ns AMB:,., 
New York 5’s, 1858-’60......... wees cocci cosslUls 
New York 5’s, 1870-"75.... 0... cece coos ceee 108 
New York 5’s, 1890.0... 0.0. cece cene cees vee 104} 
Fire loan 5’s, 1886............ vee eens eee 
Philadelphia 6’s, 1876-90. .... ...2s00. «os. 107} 
Baltimore 1870-90... .. 0.0. cesesseee sees ve ee 109 
Boston 5’s.... Cece cece coeeseeePeses ve sees .. 102 


RAILROAD BONDS. 
Erie Ist mortgage, 7's, 1867... cee cece cece bl? 
Erie 2d morstgaye, 7’s, 1859... 1... ee0+ eee. 108} 
Erie income 7's, 1855... 2... 00. sees seccees OTR 
Erie convertibie bonds, 7s, 1871............. 97% 
Hudson River Ist mort., 7s, 1869... ........106 
Hudson River 2d mort., 7’s, 1860............ 98% 
New York and New Haven 7’s, 1861........ 105 
Reading 6’s, (870 cove doce cces céeccce OME 
Reading mortgage, 6’s, 1860..... eed cbc. SS. OF 
Michigan Central, convertible, 8’s, 1860.....111 
Michigan Southesn, 7's, 1860 ........ ...... 102} 
Cleveland, Col. and Cin. 7’s, 1859...........123 
Cleveland and Pittsburg 7’s, 1860............102 


Ohio and Pennsylvania 7’s, 1865 ...........109 
Ohio Central 7’s, 1861 ..... 0... ..0. eee caee 98 
RAILROAD STOCKS, 
[CORRECTED FOR WEDNESDAY OF EACH WEEK.] 
Mar. 3. Feb, 24. 
Albany and Schenectady. ......1154 18 
Boston and Maine.............105 105 
Boston and Lowell ............ 1054 106 
Boston and Worcester.........1034 103 
Boston and Providence ........ 88} 893 
Baltimore and Ohio ........... 874 903 
Baltimore and Susquehanna.... 324 34 
Cleveland and Columbus......, 125 125 
Columbus and Xenia.......... — _ 
Camden and Amboy...........150 150 
Delaware and Hudson (canal)... 130 130 
Eastern sees CO Ce eee eee Oe ee ee 963 98 
Erie... OOS COS COTE EHH Bees eee 87 88} 
Fall River... 00. cece. ences. 1043 105 
Pitchburgh .... ..0.+...s0.002.101) 102 
Georgia.... eeee 88s Ce8t eeeeee er 
Georgia Central .... .... «002... — _ 
Hashem seve cone occas ociscus 6a: M7 68 
Me referred..... evawaassesSlb 115 
Hartford and New Haven...... 129 129 
Housatonic (preferred)......... 35 35 
Hudson River.... .....seee cece 69 664 
Little Miami ...........02..4. 118% 120 
Lomg Taland.cici:cccs veccceced sc: 38 38} 
Mad River .... 0... sescccesa ves 99 99 
Madison and Indianapolis.... ,.104 105 
Michigan Central.............107 107 
Michigan Southern............125 1244 
New York and New Haven....111} lll 
New Jerseyiceics oo cecece cece. 5196 132 
Nashua and Lowell............ — _ 
New Bedford and Taunton...,. 117 117 
Norwich and Worcester........ 514 5lg 
Ogdensburgh ........ 00. 002. 27 27 
Pennsylvania.... .... 2.0.2... 50 4949 
Philadelphia, Wilm’gton & Balt, 383 494 
Petersburg ....... ees ccs ccnscs” _ 
Richmond and Fredericksburg. . 105 103 
Richmond and Petersburg...... 35 
RERINGS « s:cc ys voceencocscewat Sh 893 
Rochester and Syracuse........ 129 130 
Stonington ......00.6. eeee eee. 57 564 
South Carolina... ..........., 1223 1223 
Syracuse and Utica............144 140 
Taunton Branch..............115 115 
Utica and Schenectady.........149 149 
Vermont Central.............. 193 203 
Vermont and Massachusetts.... 184 19 
Virginia Central.... Cees ceeees 40 40 
Western Cee OCH BOOS e Bees ..100 1014 
Wilmington and Raleigh ...... 574 574 





Rallroad Lanterns. 
Our readers will find an advertisement of ever. 





variety of railroad Lanterns in another page 
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Journal of Railroad Law. 
INJURIES ARISING FROM: MUTUAL NEGLIGENCE. 

The following decision of Judge Marshall, of 
the Baltimore Common Pleas Court in the case of 
the Baltimore, Wilmington and Philadelphia Rail- 
road vs Temple is probably in accordance with the 
weight of authority both of the Courts of Mary- 
land and uf most other States,—which have gener- 
ally held, under circumstances like those in ques- 
tion, that although the conduct of a defendant may 
have been the promary cause of an injury sustained 
by a plaintiff, yet the latter cannot recover any 
damages, provided his own want of care was the 
immediate cause of the injury which he has sus- 
tained. 

Some Courts however, like that of Maine, have 
held that a modification of this rule was demanded 
by sound equity and law,—and have decided that 
although both plaintiff and defendant contributed 
to an injury complained of, yet if the defendant 
might by the observance of ordinary care have a- 
voided doing any injury to the plaintiff he is liable 
for a reasonable amount of damages notwithstand- 
ing the negligence of the latter. The latter doc- 
trine implies the principle that when both parties 
are in fault, both must to some extent suffer the 
consequences. 

Without undertaking to determine which view 
of this unsettled question is most consonant with 
justice and public policy, we subjoin the opinion of 
Judge Marshall in the case above mentioned. 

‘“‘ As a desire has been expressed by counsel that 
I should reduce to writing my reasons for the deci- 
sion in this case. I shall proceed to do so in a few 
words. The case of Stokes & Saltonstall, in 13 
Peters, decides that the responsibilities of the car- 
riers of passengers is not the same as that of acar 
rier of goods, whoare amendable for all losses not 
resulting trom the act of God or of the public 
enemy ; but that the carriers of passengers are 
bound to use the utmost care. The case in 13 Pe- 
ters also, I think, settles the point, that the fact of 
the collision in this case must be taken as prima 
facie evidence of a want of care; and I do net 
think there was evidence to rebut this presumption 
of negligence; but on the contrary, I think there 
was evidence of fault on the part of the company’s 
agent. It was proved, however, that the plaintiff at 
the time of the accident was standing on the plat- 
form, contrary to the regulations of the company, 
and against the express warning at the time of the 
conductor of the train, and chat the sole injury he 
received, was from the crushing of the platform 

ainst his foot. Now, the collision was the fault 
of the company; but if the plaintiff had been in 
side the car, as he ought to have been, there is no 
doubt that the only injury from the collision would 
have been to the company itself, in the breaking of 
the car. This is not like the case of Stokes & Sal- 
tonstall, where Mrs. Saltonstall was supposed to 
have enhanced her danger by the unwise, but in 
stinetive efforts she made to escape from all im- 

nding injury. Nor is the case in 1 Starkie, cases 
Jo, &c., where a party in imminent danger leaped 
from a coach, and was injured by the leap. 

In both these cases the parties caused or aggrava- 
ted their injuries by their own acts, but they were 
acts naturally resulting from the danger superin- 
duced by the negligence of the carrier. In both 
these cases the parties were free from fault up to 
the moment when they were-supposed to have adop- 
ted unwise means of escaping from a danger to 
which they were exposed by the faults of the de- 
fendants. Inthe case now under consideration, on 
the contrary. in the actual state of the case, accord- 
ing to the evidence, the only danger to the parties 
was from his position. Certainly his injuries were 
solely the result of his position on the platform. 
He did not receive his injuries in escaping danger 
but from having voluntarily and deliberately taken 
a dangerous position against the rules of the Com- 
pany and in spite of express warning. The 
obligations of the carrier are of the highest kind, 
and are sternly insisted upon by the law, But the 


scene is under obligations also, and if he vio- 
ates them and his injuries ate clearly the immedi- 
ate result of such -violation, I think he cannot 
punish the carrier, although he also be in fault. 1 
see no reason why the principles of Irvine and 
Sprigg in 6 Gill should not be applicable to this 
case 


The. principle there settled is that, though the 
a cause of the injury by the fault of the de- 
endant, the plaintiff cannot recover if the proxi- 
mate cause of the injury be his own want of care. 
I am satisfied, if the plaintiff had been inside the 
car in this case, he would not have been hurt—he 
had no right to be on the platform; he was warned 
of it. {I think he cannot recover for injuries result- 
ing from his own imprudence.” 


THE RIGHTS OF ORIGINAL STOCKHOLDERS IN CASE OF 
EXTENSIONS OF ROADS. 

This question has been discussed in the late case 
of the Pigua Branch of the Eaton and Hamilton 
Railroad Company. This was an application tor 
an injunction on the part of two stockholders 
against the Directors of the Company,—and the 
principal question involved was, whether in con- 
structing the Piqua branch of the road, under a 
Legislative act, the Directors could in pursuance 
of that act avail themselves of the credit of the 
original Company,—by issuing general certificates 
of stock to the subscribers to the Piqua branch, 
the same as those issued to the original subscribers 
to the road, and without the consent of all the 
stockholders. 

The Court held as we learn from the Hamilton 
Telegraph, that the Directors could not legally is- 
sue such certificates, and that the principle of this 
decision had been established in the case of the 
Ohio Stage Company. The Court did not hesitate 
to say that the Legislature had in authorizing the 
issuing of the new certificates violated its contract 
with the original stockholders. For a charter is 
virtually a contract. 

A temporary injunction was granted against the 
Directors, but the same does not affect the road in 
Butler and Preble county, and the applicants for 
the injunction were required to give bonds in the 
amount of $10,000 to secure the damages which 
may be awarded to defendants in the event of the 
ultimate dissolution of the injunction. 





For the American Railroad Journal. 
Alabama and Mississippi Rivers Railroad. 
Epitor Raitroap JourNaL: 

In the list of railroads for Alabama, contained in 
the Railroad Journal of January 8th, 1853, there is 
one entitled ‘‘The Alabama Central.” There is, 
according to my information, no such road in the 
state. Some years since a charter was granted, 
under that or some other title, to connect Montgo- 
mery with, think, Vicksburgh. That charter ex- 
pired by limitation. More recently a charter has 
been obtained, to connect, by railroad, Uniontown, 
located in the centre of the cane brake, (the best 
cotton region in the state,) with some point on the 
Alabama river, with power to extend the road west- 
wardly from Uniontown, to the line between the 
states of Alabama and Mississippi. Under this 
charter, ‘‘The Alabama and Mississippi Rivers 
Railroad Company” has been organized; Selma, 
the southern terminus of the Alabama and Tennes- 
see railroad, having been selected as the terminus 
of this road on the Alabama river: and more than 
half the amount necessary to complete the road 
between Uniontown and that place, having been 
subscribed by private individuals, the route has 
been located, and the grading of more than two» 
thirds of it is now under contract, The balance 





ot the grading will, in all probability, be placed 


es 
under contract during the present month ; all taken 
by planters at the engineer’s estimates, and payable 
partly in stock, when graded and bridged. This, 
company has obtained a loan from the two per 
cent. fand, of one hundred thousand dollars, for ten 
years, five years without interest, and five years 
with interest at five percent. To forty thousand 
dollars of this amount, its pro rata of the two per 
cent. fund, the company, according to the act of 
congress appropriating the same, is entitled; as a 
bonus. This road, when completed to the state 
line, will connect with the eastern extension of the 
road between Vicksburgh and Brandon, and also 
with the Mobile and Ohio road; and thus, in view 
of the many connections now in process of con- 
struction, must be the main channel of travel from 
the northeast to the southwest. Its great advan- 
tage, however, is that the first section, between 
Uniontown and Selma, must, unless every reason- 
able calculation prove false, be exceedingly profit- 
able. Besides the great local travel and trade of 
the very fertile section through which it will pass, 
it will, at Selma, intercept the great western travel. 
The Tembigbee and Warrior rivers are rarely 
navigable during the fall months ; and consequent- 
ly, freight for a large section of country, west and 
northwest, will seek its destination, over this road, 
from the depot at Uniontown. The cost of this 
first section, thirty miles, will be, according to the 
liberal estimates of Mr. Troost, the chief engineer, 
fifteen thousand dollars per mile, including depots, 
engines, and all other necessary fixtures. 

Uniontown, Aua., Feb. 1, 1€53. P. 





Ohio. 

Cleveland and Mahoning Railroad.—We have 
received the first annual report of the directors and 
that of the engineer of this company, to which we 
are indebted for the following information on the 
subject of the business prospects of the project, and 
the character of the line to be constructed. 

The report of the directors considers the road as 
favorable and suited to the rapid transportation of 
passengers and freight. The strong grade encoun- 
tered by all the roads centering at Cleveland, ex- 
cept the Lake Shore, on leaving the valley of the 
Cuyahoga, will be found no great difficulty on the 
present line, especially as its descent is in the di- 
rection of the heavy coal, iron and produce trade 
from the interior to the Lake. 

The right of way has been secured for nearly the 
whole distance that the road has been located, on 
reasonable terms, at rates averaging, including 
fencing and all expenses, about $600 per mile. 

The directors have secured spacious depot 
grounds at Cleveland including a passenger station, 
two convenient points to accommodate the retail 
coal trade, and a steamboat station for passengers 
and freight, with a suitable front on the Cuyahoga 
river, and affording every facility for the handling 
of freight. 

The charter of the company authorizes the con- 
struction of a road from Cleveland to the east line 
of the State in the direction of Pittsburgh. It has 
been the design of the company to continue it tothe 
latter city, or to connect at some suitable point with 
the Ohio and Pennsylvania railroad. Application 
for a charter will be made to the Pennsylvania le- 
gislature for this purpose as soon as it convenes 
and there is no doubt but that it will be granted.— 
The application will be sustained by the directors 
of the Ohio and Pennsylvania and Pennsylvania 
Central .raiiroads, 





The surveys have been directed without regard 
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to local interests upon the line, but towards the dis- 
covery of the best route from Cleveland to Pittsburg. 
These cities are the commercial centres of the re- 
gion, and the line of the road which unites them 
passes through the richest and most densely popu- 
lated portion of the Western Reserve, while it will 
command without fear cf competition, the whole 
home trade of this large territory. The Cleveland 
and Pittsburgh railroad might be supposed from its 
legal name, in some degree to occupy the 
same field, it runs, except for a short distance at the 
western extremity, at an average distance of 20 
miles from the Mahoning road, and it is only in 
connection with the Ohio and Pennsylvania rail- 
road, that it forms a communication between 
Cleveland and Pittsburgh 8} miles longer, and over 
a less favorable line than the Mahoning road. 

The eastern boundary of the State of Ohio trom 
the point where it is crossed by the Ohio and Penn- 
sylvania road to the Lake Shore road, a distance 
of 80 miles is not intersected by a railroad line.— 
This boundary is at right angles to the course of 
trade to Cleveland in one direction, and to Pitts- 
burgh in the other. Through no portion ot Ohio 
or of the West can so long a line be drawn across 
the current of trade without meeting a railroad, 
and no portion of the State is more crowded with 
villages, towns, and manufacturing establishments. 
It is supposed it will enjoy a Jarger local passenger 
traffic than any railroad now terminating at 
Cleveland. To support this view it is stated that 
eight stages now run daily, each way, from towns 
on the line of the Mahoning railroad, to Cleveland 
and to stations on the Cleveland and Pittsburgh and 
Ohio and Pennsylvania railroads. 


8 stages daily at 7 passengers each way... ....112 
Travel by private conveyance...............112 


224 
equal to 112 through passengers, this amount will 
probably be doubled by the superior facilities af- 
forded by the railroad. The population of the 
townships traversed by the Mahoning road is 64 
per square mile, while that of the whole State of 
Ohio is but 50 per square mile by the census of 
1850. 

The line passes through the whole coal field of 
the Mahoning valley in the most favorable position. 
The coal trade is rapidly increasing, in 1849 the 
amount cleared on the canal at Youngstown and 
Warren for Cleveland was 751,837 bushels, in 
1850, 1,389,901; in 1851, 1,946,225; and in 1852, 
2,306,182 bushels. It is now transported 100 miles 
by canal and pays 20 cents toll per ton. The Ohio 
canal coal is transported 70 miles and pays 10 to 12 
cents toll per ton. The Mahoning coal costs about 
50 cents per ton more on its delivery, and its sell- 
ing price is about 50 cents per ton greater than the 
Ohio canal coal, and yet it furnishes half the sup- 
ply of Cleveland. The Mahoning road enters the 
field of coal 68 miles from Cleveland, and will pass 
sixteen miles through it at a level just below that 
of the beds worked, and over grades to Cleveland 
not exceeding 21 feet tothe mile at any point. The 
lowest cost of delivering the coal by the canal ex- 
clusive of tolls and exclusive of the cost ot unload- 
ing the boats is $1,15, amounting to a rate of about 
2 cents per ton per mile by railroad. At the pres- 
ent rate of increase, the production in the Mahon- 
ing valley will in the year 1856 amount to 250.000 
tons, or 800 tons per day, a trade alone which would 
justify the construction of the road from Cleveland 
to the coal region. 


The Mahoning valley is the centre of a large 


iron trade, 130’tons per week are now made, and 
with the furnaces to be put into blast within a few 
months, the production will be increased to about 
300. tons per week. All this is destined for the 
Cleveland market. One rolling mill is now in fall 
activity at Niles, another is in preparation anda 
third will be running next season at Youngstown, 
all these furnaces and rolling mills are within one- 
half mile of the line of the road. 

The agricultural prodacts of the road will be very 
large, judging from the character of the country 
traversed, the cheese alone, received and shipped 
at Warren in a single season, has sometimes run 
up to 4,000 tons. The amount of flour manufac- 
tured for export by the mills on the line of the road 
reaches during the season of navigation 350 barrels 
per day. 

Among the connections of the Mahoning road are 
at its western terminus—the Junction railroad now 
constructing to Toledo connecting at Sandusky 
with the Lake Erie and Mad River road, and at 
Toledo with the Southern Michigan, thus opening 
avenues without transhipment to Chicago and Cin- 
cinnati. At its eastern terminus it will connect 
with the Ohio and Peansylvania, and in connection 
with that road and the Pennsylvania Central, form 
a connection between the Lake region and the 
cities of Pittsburgh, Philadelphia, Baltimore and 
Washington. 


Summary and Estimate. 


Local passenger travel equal to 224 
through passengers daily, at three 
cents per Mil€.... 120+ ee cee coce 

Through passengers, estimated at 40 
each way per day, at two cents per 
MTG, . 00 cance cogs cece cove cece cove 

150,000 tons of coal, at $1 20 per ton 
for 65 miles, including rent of coal 
yards and docks furnished by the 


$216,646 00 


51,582 00 


455 


sisting our State to perfect this, another ste toward 
the greatest enterprise of ihe age—they will proceed 
with the work, ; 

“As the Rock Island and ees railroad a 
proaches completion, the amount of travel to th 
point will be immense. So soou asthe road is ex- 
tended westward—no longer a chimera, but a mat- 
ter of fact—Davenport will assume an importance 
that will place her among the first cities of the 
West. There is then a ‘good ume coming,’ which 
so far as the prospects. ot. this city are interested, 
will soon be realized.” 


Providence and Worcester Railroad. 
The following are the several statements made 
by the officers in charge of the above road for 11 
months, ending 30th of November, 1852. 
RECEIPtS. 00. 202 coos ceee cece cone oe -120,172 22 











Transportation of merchandize....... 108,490 56 
MEE cone cons cogs ecbh coqn-cones coun 2826 86 
Ne ned sgn anes uese amadedad 17 
PP cov csee-cs Srerrrerrrrer oy 8 
EXPOMseS 2000 cece cece cove cece eee. 104,387 83 
SB Balance... cece cece sees cccc coccchl ag, aOO ae 
Interest paid on, bonds during eleven 
ME cn ecnans onan oxtassan.netane ee 
TRUE EE cance. ncce cace seese «ees 112,019 19 


Dividend No 2, paid Ist July 
1 eeeee eeeee eee reese 8 eee > 
Dividend No 1, paid January 

Ist, 1853...... 43 


eeeeeeeeeeeeres ? 


—— 87,450 00 


Surplus... 20. cece cccecececess $24,069 19 
This amount under direction of the board has 
been placed to the credit of the construction ac- 
count, having been expended this year for that ac- 
count and for equipment 
The financial affairs of the company on the 30th 
of November 1852 stood thus: 





company..... gece cccccces coee ence 130,000 00 
30,000 tons of iron at $2 perton...... 60,000 00 
25,000 tons of local miscellaneous 

freight, agricultural produce, mer- 

chandize, etc., etc., at $3 per ton.... 
15,000 tons of through merchandize and 
freight at $3 per ton.... sees seeeeee 


75,000 00 
45,000 00 


$628,228 00 
Deduct 40 per cent. for expenses. .... 251,201 00 


Net profits. ........ eaee eee oeee$370,997 00 
Equal to 15 per cent on $2,500,000. 


The report concludes by expressing the wise re- 
solution of the directors, not to put out the work 
until subscriptions be secured to pay for grading, 
and bridging, and the payment for right of way and 
depot grounds. 











Mississippi and Missouri Railroad. 

We see in the Davenport Gazette an official no- 
tice that John B. Jervis, Joseph E. Sheffield, Hen- 
ry Farnam, John M. Wilson, Norman B. Judd, 
Ebenezer Cook, James Grant, John P. Cook and 
Hiram Price have incorporated themselves in ac- 
cordance with the provisions of the “ Code of Iowa,” 
by the name of “ the Mississippi and Missouri R. 
R. company.” The road is intended to unite a 
point on the Mississippi, near Davenport, with a 
point on the Missouri, in Potawattomie county, 
near Council Bluffs, The capital stock of the com- 
pany is $6,000,000. The Gazette, in speaking of 
this enterprise, says : 

“‘ Men who know no such word as fail have or- 
ganized themselves with the intention of immedi- 
ately commencing the work. Under the act grant- 
ing a general right of way they will experience no 
difficulty in obtaining the lands on the route, and 
without delaying for the slow action of Congress— 





which appears determined todo nothing toward as- 


Capital stock 14,575 shares......... $1,457,000 00 
BOOKS 6. hiss esse Uereee ,000 
Paid in 1852...............-. 6,000 





s 
Leaving due in August 1860........ 300,000 00 


1,757,500 00 
43,725 00 


$1,801,225 00 
Balance on construction account as per report of 


SU oocspepotnecanendione commana 
Paid and charged during 11 months, 


Total stock and bonds.............. 
Dividend payable Ist January 1853.. 











ending Nov. 30, 1852......--.+-- 20,652 60 
$1,591,181 82 
Deduct surplus transferred to this 
OEE PPO, 
$1,566,612 63 
Expended for cars......-++++s+s++- 103,415 32 
Expended for locomotives........... 61,470 21 
Total cost of road and equipment 
Nov. 30, 1853... .... +202 se02--- 1,731,498 18 
Bills receivable, materials and cash 69,726 


Total cost including cash and proper- 

LY sowennesinces cnescnee onse.s00ce thigh ae 

The equipment consists of 6 passenger locomo- 
tives, 2 treight locomotives, 14 first class passenger 
cars, 3second class passenger and baggage cars, 1 
first class baggage car,1! milk car, 155 freight, 
platform, and gravel cars, &e. 

During the year a paint shop has been built at 
Providence and an engine house at Lonsdale. A 
track has been laid on the west side of the river at 
Providence as far as Dorrance street for $7,500, 
which proves a great convenience in the transpor- 
tation of freight. In view of an increase of busi- 
ness the directors have entered into a contract for 





a new locomotive, and to have, built 35 platform 








and dumping cars. During the year the passenger 
trains have run with great regularity, and no pas- 
senger has sustained the slightest injury, The net 
income for eleven months exceeds that of the pre- 
vious twelve months by $7,372 45. Two dividends 
amounting to 6 per cent. have been declared out of 
the net income, 





Indiana and Iilinols Central Railway. 
Company. 

The directors of this company, to wit: E. W. 
H. Ellis and William Sheets, of the county of 
Marion; Henry G. Todd and Edmund Clarke, of 
the county of Hendricks; Higgins Lane, of the 
county of Putnam; E. M. Benson and A. L. 
Roache, of the county of Parke, met in this city on 
the 16th inst., and perfected their organization by 
the election of Col. E. M. Benson as. President, 
John S. Spann as Secretary, and John Woolley as 
Treasurer. 

The report presented of the amount of stock al- 
ready subscribed, and of the interest taken in the 
work along the whole extent of the line, and among 
the prominent citizens of Illinois, was most grati- 
fying. Through the energetic exertions of A. M. 
Puett, Esq., a liberal charter was promptly grant- 
ed by the legislature of Illinois, conferring all the 
privileges and immunities necessary to procure the 
right of way, and to effect a consolidation of the 
entire line. 

The directors have been fortunate in securing 
the services of Col. T. A, Morris as chief engineer, 
under whose direction, the survey, location, and es- 
timates will be made. The work will be com- 
menced immediately, and withevery assurance of 
success. 

A preliminary survey of the line has been made 
by A. B. Condit, Esq., from whose report the follow- 
ing extract is made, showing briefly the character 
of the route : 

“I made the survey of the Illinois portion in 
September last. On arriving at Decatur, [llinois, 
with my party I found the road from Springfield to 
that place, 364 miles was in the hands of the ‘ Na- 
ples and Decatur Companies,’ the State havin 
sold its interest in the ‘Northern Cross Railroad’ 
to that company, binding them to complete the road 
in a certain length of time, and obligating them to 
expend $100,000 on the work previous to the first 
of February, 1853. The first seven miles of this 
road from Springfield east, was graded ready for 
the superstructure, including the masonry for 
crossing Sangamon river by the State. From De- 
catur to Springfield, the Sangamon river runs near- 
ly due west, appropriating to itself the locality ot 
our air line and forcing us to look up some other 
route. On the south side the route is impracticable, 
being a very broken country with two extensive 
tributaries of the Sangamon to be crossed, and the 
main Sangamon east of the capital. On the north 
we have only the north fork of the Sangamon to 
cross east of Decatur, and from thence the route of 
the ‘ Naples and Decatur Railroad’ is over a level 

rairie country to Springfield, crossing the main 
Ban amon seven miles east of the city on the State 
grade and masonry. 

“Decatur itself is 3.5 miles north of our air 
line; from thence east we diverge south of east 
crossing north fork of the Sangamon two miles 
east of Decatur, and reaching our due east line to 
Indianapolis 8.5 miles from Decatur. From the 
Sangamon to the Wabash, 80 miles, the road for 
directness of alignment, easy grades and cheapness 
of construction cannot probably be surpassed. We 
cross the intermediate streams Kaskaskia, Embar- 
rass, and Brouillett’s creek, with a grade of 26 feet 
to the mile, and embankments 12 feet high; with 
this exception the grades vary trom level to 15 feet 
per mile, and cuts and fills from 0 to 5 feet in depth. 
70 miles of this distance is a perfect air line due 
east and west. In getting a crossing of the Wa- 
bash we are highly favored by nature. The Little 
Raccoon, a stream about 5 miles in length, coming 
in from the west in our course with a valley that 
lets us down tothe valley of the Wabash with an 
easy grade and light work. 

On the east side of the Wabash there are no 
bluffs. We pass into a second bottom prairie that 
lies above high water. On this second bottom, on 
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ted the town of Montezuma, the Wabash and Erie 
Canal running along the west side between it and 
the river, At Leatherwood creek, 3 miles from the 
Wabash, we leave the prairie bottom and com- 
mence gently making the ascent of the table lands, 
and attain the summit at Rockville the county seat 
of Parke county, Indiana, 8.5 miles distant. from 
the Wabash. From Rockville to the county line 
east, William’s creek, and Little and Big Raccoon 
crossing our line at right angles, make considerable 
broken country, and will be the most expensive 

rt of the whole line; from thence to Eel river in 

utnam county, the country is quite favorable, 
gently undulating and level with occasional small 
branches ; from Eel river to Danville, the county 
seat of Hendricks county, the country is of a sim- 
ilar character. From Danville to Indianapolis, 20 
miles, the upland table of the country is very level: 
the main yr pe will be in the bridging and em- 
bankment of the several streams, the three White 
Licks, Abner’s creek, two Eagle creeks, and White 
river at Indianapolis.” 

The distance from Indianapolis to Decatur is 150 
miles; to Springfield 186 miles. 

The expense is estimatea by Mr. Condit at $1.- 
883,897 or $12,553 44 per mile, but the character 
ot the work may vary the expense materially. The 
estimates will be made by Col. Morris for the com- 
mon track, and also for the six feet gauge. The 
character of the road, as the great eastern and 
western thoroughfare, may require the adoption of 
the latter, thereby increasing the cost cf construc- 
tion. 

The directors appeal with confidence to the pub- 
lic for aid in carrying forward this great enterprise. 
Assurances have already been given by several 
contractors of their readiness to propose for the 
construction of the whole line, as soon as the ne- 
cessary stock shall be secured. Action, energy, 
determination, on the part of its friends, will carry 
it through triumphantly.—Jndiana Sentinel. 





Nashville and New Orleans Railroad. 
All the incipient steps have been taken to secure 
the rapid progress of this magnificent enterprise. 


Most of the route from New Orleans to the Ten-|! 


nessee river has already been located, and a con- 


portion from the southern terminus to the Missis- 
sippi state line, it is designed to have completed 
during the approaching summer. The whole line 
has been found to be far more favorable for build- 
ing a good road than was anticipated. The mag- 
nitude of the work is scarcely equalled by any now 
in progress in the Union. It will be over 600 
miles in length, and will cost at least $10,000,000. 
About $3,500,000 are now available for the com- 
pany’s use, independent of large subscriptions in 
several counties in Mississippi, through which the 
road will pass. This amount will be sufficient to 
complete such a portion of the road, as will enable 
the company to sell their bonds to aid in building 
the remainder of the great work. Mr. Robb, the 
eminent New Orleans banker, is president of this 
road, and his characteristic energy and financial 
ability will be brought to bear in furthering the 
interests and success of the company. ‘The citizens 
of New Orleans, who have hitherto occupied the 
back ground in reference to internal improve- 
ments, are now rousing from their stupor, and are 
fully convinced of the fact, that if they would re- 
tain the commercial supremacy of the Mississippi 
valley, they must do as other cities are doing ; that 
is, build a system of railroads, which will connect 
them with every section now tributary to them. 

For many facts relating to this new enterprise, 
we are indebted to Mr. Jas. H. Grant, chief engi- 
neer upon the Nashvilie and Chattanooga railroad, 
but who now also has charge of the middle divis- 
ion of the Nashville and New Orleans road, 
extending from Canton, Miss., to the Tennessee 
river, a distance of about 210 miles, Mr. Grant 
will soon retire from the superintendence of our 
road, which has reached a state of completien that 
no longer requires his supervision, and devote his 
entire attention to the prosecution of his new 
charge. To his new field of operations he carries 
a well earned reputation as a prudent, accurate 
and successful practical engineer, and an accom- 
plished and highminded gentleman.— Nashville 
Banner 





the east bank of the river at our crossing, is situa- 


siderable portion of it placed under contract. That]! 


Mad River and Lake Erie Railroad, 
Comparative statement of receipts for 3 months 
ending Jan. 31, 1853. 
RECEIPTS, 1852-53, 
November... ..2. 00s «+++ $01,698 96 
December .........02++. 33,421 52 
January. voce cece cecccese. 32,915 30 





Total coc. .c0e cone cons sees coos «$118,035 78 
RECEIPTS, 1851-52. 
November........+. + e+e $30,617 86 


December......-.cecceeees 21,705 25 
January ........seeeeeeee. 16,463 70 


eeeeee $68,786 81 


Gain, about 72 per cent.........- $49,248 07 
The iucrease of each menth, over those of last 
year, is as follows: 


November.......$21,081 10, or about 69 per cent. 
December ....... 11,716 27, do 54 per cent. 
January......... 1645160, do 100 per cent. 


DOU So ic iv'e oididdh aes idel 





Tonnage Arrived at Tidewater by way ofthe 
Erie Canal. 

The statement below gives the total tonnage ar- 
riving at tidewater by way of the Erie Canal, for 
a series of seventeen years, distinguishing between 
the tonnage from this State, and the tonnage from 
Western States: 

From Western From this State. 
Year States, Tons. Tons. Total Tons, 


1836...... 002. 54,219 364,906 419,125 
1837.00. .00. 56 255 331,251 387,506 
1838.......... 83,233 336,016 419.249 
Bese anodes 121/671 264.596 386 267 
* = Sere 158,148 309,167 467,315 
1841... .... ..224,176 308,344 632,520 
1842.00. .00 ..221,477 258.672 480,149 
1843. 0... .6+.256,37 372,969 635,345 
| Eiprealgtde 308,025 491,791 799, 81b 
CRIS 304.551 655,039 959,590 
846.0... .++.506,830 600,662  1,107.270 
847... +00. ..812,280 618412 ‘1,431,252 
eek ceed 650.154 534,183 1,184,337 
iio 6s sachs 768 659 498.068 1.266.724 
> nage 773,858 598,001 1.371.859 
1851........«.966,993 541,684 1.508677 
Ha 1,151,978 492,721 1,644,699 


The tons “from this State” are arrived at by as- 
suming that all the property from “western States” 
reached tidewater, and by deducting that tonnage 
each year from the ‘total tons” arrived at tidewa- 
ter. 

We have before shown that the dolls on the pro- 
ducts of this State seem to have reached their max- 
imum, and to be on the decrease, while the tolls on 
property from western States steadily increase. The 
results as to the tolls are corroborated by the 
above statement of the tonnage. The products of 
this State coming to tidewater, by way of the Erie 
Canal, do not increase with a reduction of the rates, 
while those from western States increase largely. 

The mere increase in 1852, from western States, 
over the pees year, is nearly equal to the whole 
amount from those States in 1842, 

The amount from western States during the last 
year is nearly double that from this State. 

It is seen that the total delivery trom the Erie 
Canal has about doubled in the last ten years, 
reaching 1,644,699 tons in the last year. The car- 
goes of the boats which delivered these tons at tide 
water are ascertained to average 80 tons. 

The Governor states in his message that an esti- 
mate has been made by the State Engineer and 
Surveyor, showing that by an expenditure of $409,- 
000 on the channel of the Erie Canal, it will allow 
the passage of boats of 150 tons,—nearly double the 
average cargoes of the boats which delivered the 
1,644,699 tons at tide water in the last year. 

If this be done, and at the rate of increase be no 
greater than for the past ten years, it would take 
twenty years to reach the capacity of the 150 tons 
boat, Suppose the increase to be twice as fast, or 
equal to that of the last year, it would still take ten 
years, and without increasing the number of lock- 
ages. 

With a delivery at tide water last year of 1,644,- 
696 tons from the Erie Canal, the whole tolls on 
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the canals were over $3,000,000, or about $20n a 
ton of the delivery. At the present rates of toll, 
it may be assumed that every ton of increased ar- 
rival at tidewater will add $2 additional toll. So 
that when the delivery at tidewater from the Erie 
Canal shall reach 3,000,000 of tons, whether it 
shall be in twenty years or in ten years, the tolls 
may be $6,000,000, and at that sate for any less 
time. Every increased delivery of 100,000 tons 
would give an increase of $200,000 in tolls. 











Pennsylvania Railroad. 

The prosperity of this road must always be a 
subject of deep concern to our citizens, and we are 
glad that there is much to show that it is now firmly 
established and rapidly progressive. The resultof 
every moath’s and year’s operation of the line, 
proves that it is continually growing in public 
favor as an avenue of intercourse between the 
west and east, and justifies the belief that it will 
eventually become one of the most successful im- 
provements in the country. 

We recently announced that the receipts of the 
company, during December, 1852, amounted to one 
hundred and ninety-eight thousand six hundred 
and twelve dollars, wnich was equivalent to an 
increase of one hundred and twenty-two and a half 
per cent. over the income for the same month in 
1851, From an official statement just sent us, we 
learn that the receipts of the road for the month 
ending January 3lst, 1853, were two hundred and 
thirty-three thousand five hundred and thirty-six 
dollars ; which is an increase ot thirty-four thou- 
sand nine hundred and twenty-four dollars over the 
receipts of the next preceding month, December, 
1852—and an increase of one hundred and forty-one 
thousand three hundred and sixty-three dollars, as 
compared with the receipts in January, 1852. 

These figures indicate very plainly, that our 
great central route is enjoying an extraordinary de- 
gree of success, and they are also full of gratifying 
promise for the future. In considering them, we 
find occasion for congratulating the stockholders 
in the road upon the excellent character of their 
investment, while, at the same time, they afford 
cause for even more pleasing reflections, with 
reference to the general interests of the city.— 
Phil. North American. 


Provincial Railroads, 

The Sherbrooke Gazette states “that Mr. Galt, 
President of the St. Lawrence and Atlantic railroad, 
‘who went to England, on raiiroad matters, has been 
very successful. A union of the St. Lawrence and 
Atlantic road with the Grand Trunk road, hasbeen 
effected, and on such terms as will be likely to 
place the shares in the former at par, if not at a 
premium. An arrangement has also been effected 
with the Portland company, for a lease of their 
road on advantageous terms—contingent, however, 
on power being obtained to build a bridge over the 
St. Lawrence at Montreal, for which an applica- 
tion is to be immediately made to the Legislature, 
It is contemplated that the bridge will be stone 
piers, with iron tubes, varying from 150 to 200 feet 
span, with a centre of 360 feet, like the famous 
Menai bridge. It will bethe first thing of the kind 
in America, and do infinite credit to the Province. 
Robert Stevens, the great engineer, is expected to 
come out to Canada, to decide on the plans, etc.— 
We also learn that the stock of the British Ameri- 
can Land company, which a few years since was 
worth only six or seven pounds per share, is now 
selling in England for fifty pownds per share.” 








Maine. 

Somerset and Kennebec Railroad,—At the large 
meeting held in this city, 14th inst., todevise means 
for the construction of the Somerset and Kennebec 
railroad, Mr. President Bronson stated that the 
estimated expense of building the road from Au- 

usta to Skowhegan, and placing it in readiness 
or the cars, did not exceed $550,000, to which an 
addition must be made to the extent of the 1ecent 
advance in iron. A subscription of $300,000 is 
deemed sufficient to secure the construction of the 
toad—one half of which, it is said, can be procured 
on the route above Waterville, leaving the balance 
— procured on the lower Kennebec and else- 
where, : 
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to take the lease ot the’ Somerset ‘and Kennebec 
road for twenty years~“to run, and’ keep the road 
in repair, on a rent of six per cent. per annum on 
its cost of construction. 
an absolute guaranty to the stockholders of six per 
cent. for twenty years; which must make the in- 
vestment a safe one? at Jeast to the subscribers for 
stock in that enterprise.—Augusia Age: 





Wide vs. Narrow Gauge. 

The Rochester N. Y. Union relates the follow- 
ing incident as occurring upon the New York and 
Erie railroad, illustrating the superiority of the 
wide over the narrow gauge in railroads. It says: 


Upon the arrival of the mai! train at Delaware 
station, it was discovered that. a-car in tne train, 
loaded with 10 tons of goods belonging to the 
American Express company, had Jost a wheel, in 
consequence of the breaking of an axle—close to 
the inside of the wheel, The express messenger 
had not discovered any difference whatever in the 
motion of the car. The wheel was subsequently 
found four miles west of the station, the train hav- 
ing run that distance, atthe rate of 25 miles per 
hour, with perfect safety. The bearing or journals 
being inside of the wheel, the axle was securely 
heid to its proper place. On all narrow guage 
roads-the journal is upon the end of the axle, and 
outside of the wheel. The late Boston and Maine 
railroad accident is a lamentable commentary on 
outside journals. 





Mansfield and Sandusky Railroad. 
The tonnage transported over this road the past 
year amounted to 78,000 tons, being an increase 
over the previous year of 44 per cent. Receipts 


$31,112. Receipts from passenger transportation 


41 per cent. Receipts for transportation of mail 
$14,000, making an aggregate of $305,000. 








Railroad Iron. 
ae - undersigned Agent for the manufactureis, is 
propared to contract for T Rails, of the usual 
pattern and weights, to be delivered on board ship in 


Wales, or at this port. 
For terms, apply to JOH® H. HICKS, 
90 Beaver st. 


March 2d, 1853. 


To Contractors. 
NIAGARA FALLS HYDRAULIC CANAL. 


SUBALEP Proposals will be received at the Office 
of the Niagara Falls Hydraulic Company at 
Niagara Falls until Wednesday the twenty third 
day of March next inclusive, for the Excavation, 
Masonry, Bridging, Gates,. Waste-Weir, Bulk- 
heads, Ducking, &c. 

Plans, Profiles and Specifications may be seen 
at the Company’s Office, at Niagara Falls; also at 
the Office of the Hon. C. §8. oodhutl, No. 59 
Fulton street, New York, and Walter Bryant, No. 
22 Congress street, Boston, Mass, 

The Company will have a steam drilling machine 
on the work alter the fifteenth of March, to which 
they wish to call the attention of Contractors. 
he Company reserve the right to accept or re- 
ject any or all of the Proposals as they may con- 
sider for the interest of the Company. 

E. R. BLACKWELL, Chief Engineer, 
m5 3t Buffalo, N. Y. 


Brass Tubes for Locomotive & 
Marine Boilers. 


tm undersigned, having been agente agent for 

_ highly sespostall man ye Messrs. 
Allen, Everett ot Birmingham, prepered to 
take orders at fixed prices, for Brass Tubes of all dia- 
meters for Marine and Locomotive Engines, ‘These 
Tubes are found to answer well, and are now in most 
eneral use in England, they lastmuch longer than 
ron, and when worn out, realize about half theamount 
for old metal. For further particulars and inpection 


of pat lease a) to ; 
patterns, please apply ‘0 | OuN HH. HICKS,. » 








The Kennebec and Portland railroad company is 


March 2d, 1853. 90 Beaver at. 


his is in the nature of 


for freight were $201,713 00; or an increase of 


for the year were $96,100, showing an increase of 





To Railroad Contractors. 
PACIFIC RAILROAD. 

EALED Proposals will be received at the office 

of the Pacific Railroad Company, St. Louis, 
Missouri, until the first day of April next, for the’ 
grading, masonry, bridging and ties for twenty 
miles, and until the first day of May, for about sev- 
enty miles additional, terminating at Jefferson city. 
This division is mostly in the Missouri valley, and 
with the tacility afforded for transportation on the 
river, and the ability on the side hill cuts of usin; 
a large force advantageously during the best part 
of the working season, it may be worked promptly 
and economically. There will be several large 
bridges on this division, The work will be divided 
into sections of about five miles, but contractors 
may take more than one section. Offers received 
either for cash payments in full, or a portion on the 
stock of the company. Plans and profiles will be 
ready tor inspection fifteen days before the dates 
given above, and at any time information will be 
turnished by the Engineer. Security will be re- 
quired for the faithful and prompt performance of 
the work.—The Company reserve to themselves 
the right to reject such offers as it may not seem 
to their interest to accept. 
Other portions of the road, or of the South West 
Branch may be put under contract during the sea- 
son. THOMAS ALLEN, President. 
THOS.S. O’SULLIVAN, Engineer. 





To Contractors. 





of the Maysville and Big Sandy Railroad Com- 
pany, in the city of Maysville, Kentucky, until 
Saturday, April 2nd, 1843, at sundown, for Gradu- 
ation and Masonry of Fifty-one miles of the road, 
between Maysville and Springville, (opposite Ports- 
mouth, Ohio.) Plans, Profiles and Specifications 
will be ready for inspection for two weeks before 
the day of letting. 

The line from Springville to the mouth of Big 
Sandy river will be put under contract as soon as 
this company receive reliable assurance ot being 
met at that point by the Virginia Central Railroad. 

By order of the Beard of Directors, 
THOMAS B. STEVENSON, President. 
CHAS. B. CHILDE, Chief Engineer. 

James A. Les, Secretary. 

January 20, 1853: 


Fulton Car Manufactory, 


CINCINNATI, OHIO. 

EORGE KECK would respectfully call the at- 
tention of Railroad Companies in the West and 
South to his establishment.at Cincinnati. His facil- 
ities for a extensive, and the means 
of transportation to different points speedy and econ- 
omical, He is separed to execute te order,on short 
notice, Eight-wheeled Passenger Cars of the most su- 
perior high ee Open and Coveied Freignt Cars, 
Four or t-wheel Crank and Lever Hand Cars, 
‘srucks, Wheels and Axles, and Railtoad Work gen-- 


erally. 
Cincinnati, Ohio, February 9, 1853. 


Etna Safety Fuse. . 
HIS wepiaios article for igniting the chargein wet 
or dry blasting, made with DUPONT’S best pow- 
der, is kept for sale at the office and depot of 


REYNOLDS & BROTHER, 








So.e Manufacturers, 5% 
TF No, 85 Liberty. Bt 
NEW YORK. 


And in the principal cities and townsin the U. States. 

rome we acer | vf A AO EEICeN INSTI- 
was awarded to Fuse at t 

late Fair heldi n this city. be bi: m “i 


Nowverre Rar ly 


Pease & Murphy, a 3 
FULTON IRON WORKS, .- 
Fe corner of Cherry et.” Manutactatere of Land 
and Marine E Bi se m3 TO TSH OF Stsoa: 
N. B.—Engines and Boilers repaired). Gt © 


















HEREBY OFFER FOR CONTRACT THE 


GRADUATION, MASONRY AND BRIDGING 


F 67 miles more of their road in North Missis- 
sippi, extending from the North line of Chick- 
asaw County, to the Tennessee State Line, and 
passing through Itawamba and Tishamingo Coun- 


ties, 
ci fi, 118) falles more ts said weed in pee worear 
rict of Tennessee passing ug c 

Nairy, Henderson, Madison, Gibson and Obion 

Counties. 

The Line will be ready for inspection in Ten- 
nessee on and after the Ist.of March, and in Missis- 
sippi on and after 25th of March next. 

lans, profiles and specifications will be exhibii- 
ed, proposals received under seal, and contracts 
made at the following times and places, to wit: 

March 10th to 19th inclusive, at Trenton, for Line 
through Abion and Gibson Counties, 

March 20th to 30th, inclusive, at Jackson, for line 
through Madison, Henderson and McNai- 
ry counties. 

April 5th to 5th, inclusive, at Carrolville, Tisha- 
mingo county, Miss., for line through Ita- 
wamba and Tishamingo counties. 

Profiles can be seen, and other information ob- 
tained, as follows:—After Ist of March : 

At Trenton, of Doct. Hess, Agent. 

At Jackson, of Mr. Stevens, Engineer. 

And after 25th March, 

At Carrolville, of the Resident Engineer. 

Some portions of the 1854 miles now offered for 
contracts, are heavy cuttings and fillings, and the 
whole line very desirable work: the light grad- 
ings being, mostly from side burrowing: the 
-ine occupies the high, rolling and healthy country 
intermediate between the Mississippi and Tennes- 
see rivers, by both of which rivers easy access can 
be had to all points of the work, by an average land 
travel of 12 to 40 miles. Within a short time af- 
ter this letting, 39 miles more and the last of the 
main road will be ready for contract, together with 
about 100 miles of branch roads. 

The attention of Contractors is invited to the 
work, Obeon, described as most advantageous for 
their profitable employment, in consequence of the 
alluvial character of the country, low price of pro- 
visions and animals, and a very temperate and sa- 


lubrious climate. 
JOHN CHILDE, 
Chief Engineer and General Agent. 
New York. January. 28, 1853. 


PATENT 
Locomotive Steam Cylinder 


BORING MACHINE 


AND FOR OTHER PURPOSES. 

HIS Machine enables the Cylindersto be rebored 

without moving them from their places, thereb 

saving a great oxpeaee. Werefer to Nashua & Lowel 
Fall River, Vt. Valley, Vt. and Mass., Old Colony. 

New York and New Haven, Providence, Hartfor 
and Western, Mass., New York and Erie, 
Boeton and Worcester, Connecticut River, Worcester 
and Providence, and St. Lawrence, Bos- 
ton and Maine and Hudson River Railroads, who have 
the Machinesiu use. For sale by 
BRIDGES & BROTHER, z 
64 Courtland St. New York. 

January 20, 1853. 


IRON. 
Pierson & Co., 
24 BROADWAY, NEW YORK, 
Ko on hand ¢ large abd eneral assortment of 
aN aEET end SHAPTING tient oe a 
BO it cturedfor LOCOMOTIVE and CAR BUILD. 


ERS, and RAILROAD MACHINE SHOPS; also, 
Boies Piates and Rivets, Sheet, Cast and Spring 


deqpennoting Axles, Tires and Tire Bars, of 
WwW. and other. ved mak 
pete Pep sseet dinette pene. ry 
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The American Railroad C 


Manufacturing Co. 
IN POUGHKEEPSIE, N. Y., 








ARE pre to make WROUGHT IRON RAIL 
- ROAD CHAIRS, of various sizes, at short no- 
ce. 

By use of the Wrovuaeur Iron Cuair, the necessity 
of the wedge is entirely done away—the lips of the 
chair being set, by means of a sledge or hammer, 
close and firmly to the flange of the rail. 

The less thickness.of metal necessary in the Wrought 
Iron Chair gives much greater power and force to the 
spikes when driven—and consequently a much less 
liability to the spreading of the rails by reason of the 
spikes drawing or becoming bent. 

The less weight necessary in the Wrought Iron 
Chair, will enable us to furnish them at a cost much 
below that of Cast Inon Cuarns. 

Our Chairs are made from Ulster Iron, the quality 
of which is well known. Our Chairs are made b 
machinery, and formed over a die, consequently 
are uniform and alike. 

Our Chairs are in use on the following Roads, viz: 
Syracuse and Utica, Chester Valley, Penn., 
Buffalo and Rochester, Togs, “ 
Northern, Norwich and Worcester, 
Montreal and New York, Kings Mountain, S. C., 
Kennbec and Portland, Columbia aud Granville, 
Plattsburg and Montreal, Buffalo, Bayou Brazos and 
Chicago and RockIsland, Colorado, Texas, 
Milwaukee and Miss., § Panama, and others. 

For further information address 

N. C. TROWBRIDGE, Secretary, 
Poughkeepsie, N. Y. 
January 1, 1853. 


To Contractors. 





HENDERSON AND NASHVILLE R. R. 
EALED bids addressed to the President of the 
Henderson and Nashville Railroad Company, |be 


at Henderson, Ky., will be received and are invit- 

ed until the Ist day of April, 1853, for the construc- 

tion of that part of said road 1unning from the town 
of Henderson, by the way ot Madisonville and 

Hopkinsville, to Trenton, Todd county, Ky., in all 

about eighty-three miles. The bids may be made 

out on either or any of the following basis— 

1, For the grubbing and grading, including the 
ditching, draining, cuts, fills, culverts, bridges 
and turnouts complete, ready for the wooden 
superstructure, of any one or more sections of the 
Road. 


2. The same with the addition of the wooden su- 
rstructure ready, for the, iron rails. 
3. The same with the iron rails, chairs, etc., ready 
for the rolling stock, including broken stone or 
— ballasting. 
he same with the depots, wood and water Sta- 
tions, Engine and Car-houses, offices, etc., com- 
lete for use, or 
5. Bids will be received as above for the construc- 
tion of the entire Road, on the following basis— 


viz: 

1, For. the grubbing and grading, including ditch- 
ing, ys mg 8, ye ag bridges and 
turnouts complete, ready for the wooden super- 

, structure, 


4. 
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he same with the wooden superstructure. 

3. The same with the iron rails, chairs and broken 
stone or gravel ballasting, ready for rolling 
stock, including wood and water stations, etc, 

4, The same with the full equipments of rolling 
stocks, depots, wood and water stations, Engine 
and Car houses and shops, offices, etc., complete, 
and the whole road and its equipments pertect 
and ready for use. 

Complete drafts, maps and profiles of the Road 
trom Henderson, via: Madisonville and Hopkins. 
ville to Trenton, together with plans, estimates and 
specifications of the work, may be seen by persons 
disposed to bid for the whole or any part of it at 
the Henderson and Nashville Railroad Office, in 
Henderson, Ky., on and after the Ist day of March, 
1853, Bidders will please give their Post Office ad- 
dress in their proposals. 

In consequence of the inclemency of the season, 
the high water, and other circumstances, making it 
in the opinion of the Board of Directors, impos- 
sible for our skillful and energetic Chief Engineer, 
Wm. Bewley, Esq., to execute fully the locatin 
surveys of our Railroad in time for us to exhibit 
the maps, profiles, reg estimates, etc., on the Ist 
day of March, 1853, as stated in our original ad- 
vertisement, we have determined to make a change 
in our advertisement, lest Contractors should 
be decived, and we now say that the maps, profiles, 

lans, estimates, etc., of our Railroad, will be ready 
or exhibition to Contractors at any time between 

the 10th day of April and the 10th day of May, 1853, 

within which time bids will be received, and that 

our original advertisement is thus far changed. 

Any turther or more detailed information asked 
either orally or by letter will at any time be cheer- 
fully given. 

By order of the Board of Directors of the H. & N. 


R, R, Co. 
ED. H. HOPKINS, President. 
Henderson and Nashville R. R. Co, 


Wilkinson’s 
EXPLOSIVE 


RAILWAY SIGNAL, 


For sale by 


BRIDGES & BROTHER, 
64 COURTLAND ST., N. Y. 


HE EXPLOSIVE RAILWAY SIGNALS are 
similar te those used in England. and from expe- 
rience are found to be much better. They are so con- 
structed that the movement of an Engine over them 
at any speed, will cause an explosion that cannot be 
mistaken. In the sight, tom this same cause, there 
will be a bright flash, which will be so vivid that it 
cannot be passed unnoticed. 
This will be foe to be one more preventive of col- 
ten the case that during a fog or snow- 
storm, a train cannot be warned of its danger by a flag 
or lantern, and in such instances they are invaluable. 
They are impervious to water, and will keep their 
explosive property any number of years. They can 
handled and ed with safety, it sequels a 
heavy blow to foam them. 
January 20, 1853. 








Gerard Ralston, 

21 TOKEN HOUSE YARD, LONDON, 
OFFERS HIS SERVICES FOR THE 
PURCHASE AND SALE OF 
AMERICAN SECURITIES, 
COLLECTION OF DIVIDENDS, 
DEBTS, LEGACIES, ETC., 

And for the Purchase and Inspection of 
Railroad Iron, Chairs, or 
any kind Machinery. 


REFERENCES : 
Messrs Palmer, McKillop, Dent & Co., London. 


George Peabody & Co, London. 
re Curtis, Bouve & Co, Boston. 
Richard Irvin, Esq., New York. 


Robert Ralston, Esq , Philadelphia, 
C. C. Jamieson. Esq, Baltimore. 


Dudley B. Fuller & Co 
IRON COMMISSION MERCHANTS, 
~~ No, 139 GREENWICH STREET, 

_MEW XORK, 















































A. N. (GRAY, Cleveland, 0.,/ 


ECEIVER AND RWARDER. of 
Iron, Chairs and Spikes 
Also, Cars, Locomotives, and all kinds of Machi- 
nery for Railroad purposes. 
Office next door to the Custom House, Main st. 
January 12, 1853. 


R. Groves & Sons, 
SHEFFIELD, ENGLAND, 
MANUFACTURERS OF 

ARRANTED Cast Steel of superior quality for 
Tools, Machirery and Engineering pur 
Single and Double Shear, Blister, German, Spring 
and Sheet Steel of every description ; also, Cast Steel 
Files of high reputation, spec*aily adapted for the use 
of Machinists, and Saws and Edge Tools of all kinds. 


Corporate mark ck 
USH 


CHAS. CONGREVE, Agent, 
58 Maidenlane, New York. 
Stoeks of the above goods constantly.on hand. 
January 12, 1853. 


LOW MOOR TRON. 


\ A 7M. BAILEY LANG, 9 Liberty Square, Boston, 

and 24 Broadway, New York, Sole Agent in 
the United States and Canadas for the Lowmoor 
Iron Co., is prepared to receive orders for this justly 
celebrated Iron, and offers for sale an assortment of 
the Round sizes which be now hasin store, and which 
for strength, soundness and uniform: quality, stands 
without a rival. 


Railroad Iron. 


Y9OD0O TONS Railroad Irn, weighing about 59 
lbs. per yard, “ Erie” pattern of G L and 
“ Crawshay” manufa*ture, now on the way from the 
ohipging forts in Great Britain to this port, for sale by 
P, CHOUTEAU, Jr., SANFORD & CO., 
No. 51 New street. 











December 4, 1952. 


Bowling Tire Bars. 
40 Best Flange Bars 5}x2 inches, 11 feet long. 
40 " Bex2 7 feet Sin. long. 





© * Flat “<-@5)-~# 11 feet tong. 
40 bie Gua" 7 feet 8 in. long. 
Now in store and for sale Ld 
RAYMOND & FULLERTON, 


45 Cliff snevt. 


I. Dennis, Jr., 


WASHINGTON, D. C., 
Ping ~—~'s for Inventors, and Agent for Procur- 
ing Patents—Practical Machinist, Manufacturer 
and Draughtsman, of 20 years’ experience. Circulars 
containing important information, with a map of 
Washington, sent to those who forward their address, 
and enclose a stamp. 3ltf 


Devian’s Patent 


Oil Manufacturing Co., 

12 BROADWAY, NEW YORK. 
Lo Oil is extensively used on Railroads and 
Steamships, and other Machinery, and is 
worthy the attention of every individual or compa- 
ny that uses Oil for Lubricating purposes. It is 
cheaper than the best Sperm, because it answers the 
same purpose and is more durable, thereby making 
a saving of from 40 to 50 per cent. The best of 
testimonials establish that fact, but cannot be given 
in this notice. All that is required is to test the 
matter, and if it will not answer as recommended, 

it will be taken back and money returned. 

New York, Feb. 9,°1853. - “Qw 


Buffalo Car Works, 
TOWNSEND & COIT, proprietors 


WE are now erecting an extensive Establishment 
for the manufacture of Railroad Cars, which 
wae J mensgneae’ pre - the pt ee to 
e business, and ready for tion e Ist d 
of June next, at which time we will i tags to enh 
cute orders-for Baggage, Box, Platform and Cattle 
= of the most ap vote style and finish. Men. 
we are prepared to e contracts for work to 
be furnished d the summer E 


WNSEND @ COT Buffalo, 
February 23, 1953. ‘ i 











STOCKS; also CITY, TOWN and COUNTY 
BONDS, among which are— 


lst Mortgage Convertible Bonds : 


Payable in 
7 per ct.—Buffalo, Corning and 
New York R. R...New York, 1967 


7 perct.—Western VermontR.R. ‘“ 1861-71 
y per ct.—Tioga RR. eee e eeeeee " 43872 
8 per ct.—Peoria.and Oqaawka.. “ 1863 
6 per ct.—Maysville and Lexing- 
CER. cecdlisac coceees % 1870 
6 per ct.—Dauphin sand Susque- 
hanna Goal Co..... 4 1877 
ist Mortgage Bonds; 


7 per ct.—Corning & Blossburg. ¢ 1873 
7-per ct.—Buffalo and New York 

oe Sa 1866 

7 per ct.—Mansfield@& Sandusky “ 1860 
7 per ct.—Totedo, Norwalk and 

Cleveland ......+.. . 1861 

7 per ct.—Vermont Valley...... 1861 

7 per ct.—New Jersey Central.. © 4860-70 

7 per ct.—Brunswick Canal Co. a 


Also, second mortgage bonds of many of the above 


7 per ct.—Saratoga & Washing- 
ton R.R. bonds...... New York, 1862 
7 per ct.—Troy and Boston..... ™ 1864 
7 per ct.—Muscogee Railroad...Savannah, 1862 
7 per ct.—Huron and Oxferd...New York, 1862 
10 per ct.—Mansfield and Sandus- 
ky R.R. Co.... wee «9865-57 
7 per ct.—Township of Portland, 
CW vccccsiaatened % 1862 
7-per ct.—City of Dayton, Ohio, 
guaranteed by Mad 
River BRE. 660. cee “ 1861 
10 per ct.—City of Keokuk, lowa.. Keokuk, 1863 
7 per ct.—Town of Huron, Erie 


county, Ohio....... Huron, 1861 
7 per ct.—Town ot Newark, O, .. New’ York, 1860 
10 per ct.—City of Milwaukee... bi 1857 


7 per ct.—State of California... * 1862-72 
7 per ct.—Mortgage bonds of the 
Atiantic Steamship 
CO vecnceccsees «i y 1855 
12 per ct.—Improvement Scrip cf 
the State of Wiscon- 
sin for improvement 
of Fox River....... . 1862 
Troy and Rutland railroad Stock, with guarantee 
of 4 per cent. dividend and one half surplus profits 
of this and Rutland and Wash. R. R. 
Rutland and Whitehall Stock, with guarantee of 
7 per cent. dividend by Saratoga and Washington 
Railroad. 
Stock in the Western Vermont R. R. Co. 
Stock in the Mad River R. R. Co. 
Stock in the Buffalo, Corning and New York 
R. R. Co. 
Stock in the Mansfield and Sandusky R.R. Co. 
Stock in the Chemung R. R. Co. 
Stock in the Southern Bank of Kentucky. 
Stock in the New York and Virginia Mail 
Steamship Company, paying 20 per eent. 
dividends. 


To Railroad ve sy Locomotive 


Builders and Engineers. 


HE undersigned having taken the Agency of Ash- 
T croft’s Steam » Gauge, would veined their 
have been exten- 


a on i 





Steamers. and Stationary 

Boilers, where, from their accuracy, simplicity. and 
non-liability to derangement, they have given periect 
satisfaction. In fact, for Locomotives, they are the 
only reliable Gauge yet introduced. 

i BS eg Ww, CORE AN D, 

~onsuitin, ngineer, Broadway. 

Avg. 28,195 Am* ‘ 


A. Whitney & Son, 
PHILADELPHIA, PA., 
; FACTURERS of Chilled Railroad Wheels| 
for Cars and Locomotives. Alsofurnish Wheels 


fitted on-best English and American Rolled 
cut AucsanEianenmed alos 31tf 


2 








JOUR 


JOUR 
ae aan ORT “for 
‘sale, a’variety of RAILROAD BONDS and Buil 


companies, and— fat not: 


AL. 289 


ad Companies, Car 
ers, Machinists, etc. 
SINGER, HARTMAN & CO,, 
SHEFFIELDARON AND STEEL WORKS, 
PITTSBURG, Pa. 
Warehouse Nos. 109 Water, and 140 Front sts. 
PT iG ccapinted Mate errap ements for man- 








facturing - and Locomotive Axles, Piston 

Reds;'Wrought Iroa S either hammered 
or rolied, are pre too cements as to qual- 
ity and price. They also 

Boiler Plate and Rivets, 

‘Railroad and| Boat Spikes, 

Car and Locqmove Ss Fae Decal, 

Solid Box Vices, gfe, ete. ‘t* 





The Cola<Spring Iron Works, 
INCORPORATED IN 4848. 


N the Town of Otis, County Berkshire, u- 
setts, manufactures CAR AXLES, id all kinds 


of WROUGHT IRON, used in the cture of 
LOCOMOTIVES and GARS ; also, BAR. IRON of 
ali descriptions, Particular, attention is to the 
manufacture of CAR AXL ‘the Works being 


1857} situated in ion of W ‘CHARCO, 
7 per ct.—Troy and Bennington. Troy, Nv¥.1862 pny heir Axle nae om 


which their Axles are exclusively made, the Com- 


Or, 
market. “ They-.selici 
OT naan AR BUILDERS, and pro- 
mise they shall. be promptly attended to: and execut- 
ed on terms as advantageous as can be had elsewhere. 
Thev refer to— 
John Kinsman, Esq., Superintendent Eastern Rail- 


Ait. Poms Esq., Car Builder, Norwich, Conn. 
E. T. Osborn; Esq., Superintendent of the Mad Riv- 


er and Lake Erie Railroad, Sandusky City, Ohio. 
W. W. Wetherell, Car Builder rates 
Address HENRY MELLUS, Agent, 


Boston, Mass 
or, GEO,-W.-PRESCOTT, Sup’t. 
Otis, a 
November, 12, 1852. ly 
Toledo, Norwalk and Cleve. 
jand Railroad 


e 
Ors completing the last link in the chain 
of Railroads between New York, Boston, Phila- 
delphia, Baltimore, Washington City and Chicago. 
On and after Monday,February 7; 
1853, Pa er Trains will run © 
daily (Sundays excepted) as follows: 
Leave Toledo at 9 A. M..and 10 P. M. 
Leave Cleveland at 9.20 A. M. and 9P. M. 
CONNECTING 
Southern Rail- 


At Toledo with trains of Mic 
road, for Chicago and the West. 

At Bellevue with trains of Mad River and Lake Erie 
Road, for Sandusky City, Dayton, Indianapolis, 
Cinciunati, etc. 

and Sandusky City 


a 













- Mloed. peal ity, Shel! 
or u Cit elby. Junction, .Co- 
lumbus, Newark pt [ete og 
At Grafton with Cleveland, Columbus.and.Cincinna- 


ti Ro for Shelby Junction, Columbus and 
Channel 7 " 


At Cleve ani with Lake Shore Road, via .Dunkir 
for New York and Boston, via Buftalo, rk Nan? 
York and Albany and for Western Road and Bos- 
— — Wheelines = he wagy | Road for 

ttsbur, 1ee e ‘Baltim & 
W &; n City. ) Iphia, ore, 
E. B. PHILLIPS, Sup’t. 
Office T., N. & C. R. R., 
Norwalk, O., Feb. 2 1853. 


Iron for Machinists. 


THE SUBSCRIBERS, 
IMPORTERS AND DEALERS IN 
IRON AND 


AVE constantly on hand a good assortmen 
H Iron and Steel, expressly a to —— of 


LOCOMOTIVE anv CAR BUILDERS, 
anD MACHINISTS ceneratty. 


ELLIOT? & HOLDEN, 
Feb. 16, 1853. 90 Beekman-st:, N: Y. 


coTcH — ——— : 
Sia. &. 0. ROBERTSON 
evecare 
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~CARHART’S IMPROVED TURNTABLE. 
L = 


Ne 





No.2 







































































HIS TURNTABLE, together with an Engine 
and Tender of 30 tons weight, is capable of be- 

ing turned by ONE MAN in 25 SECONDS. 
‘T'he Patentee of this Improved Table would so- 
licit an examination by those Railroad Companies 
which have not tried its merits. Itis guarantied to 
be the cheapest and most durable one now in use; 
its simplicity rendering it impossible to get out of re- 
pair, unless it is placed upon treacherous founda- 
tions. The whole cost, ready for use, was former- 
ly $1,300 apiece; this included all the workman- 
ship and materials, which were the best that could 
be furnished, with the exception of excavating the 
pit and furnishing the rail for the tracks. At the 
present time, owing to the rise in Iron, and the scar- 
city of stone at some points, the subscriber is com- 
pelled to ask a small advance on the above men- 
tioned price. Should it suit the pleasure of any to 
confer with the subscriber for further particulars, 


LOW MOOR AXLES, 


SUPERIOR Article tor Railroad Vars, supplied 

by the Manufacturers’ Agent- WM. BAILEY 
LANG, 9 Liberty Square, Boston, and 24 Broadway, 
New York. 





San TION. a m 
AILROAD — and the public gene 
R are hereby cau’ scot w heer ne on Rich- 
ardson’s Patent Oil Cups, or therignt to use the same, 























or inquire into the practical utility of the Table as 
tested for the last four years, they are respectfully 
referred to the 

Hudson River R. R. Co., 

S. W. Roberts, Esq., Chief Engineer of the Ohio 
and Penn. R. R., at Pittsburgh, Pa. 

O. Barnes, Esq., Resident Engineer of the Cen- 
tral Pennsylvania R. R., Pittsburgh, Pa. 

J. Durand, Esq., Sup’t of Cleveland and Pitts- 
burgh R. R. 

Wm. E. Furguson, Esq., Chief Engineer of To- 
ledo, Norwalk and Cleveland R. R., Cleveland, O. 

A. J. Conover, Esq., Chief Engineer of Colum- 
bus, Piqua and Indiana R. R., at Piqua, O. 

Fig. 1, of the above cut, represents the Founda- 
tions, consisting of the Bank and Track Walls, the 
latter made of cut, and the former of hammer-dress- 
ed stone, with a cut coping. The Track is spiked 





and leaded to the stone wall, and cut perfectly level 


To Engineers, Architects and 


Draughtsmen. 
big undersigned begs respectfully to inform Gen- 
tlemen in the above professions, that he has con- 
great variety of Instruments for 
JAS. PRENTICE, 
315 Broadway, N. Y. 


stantly on hand a 
Field and Office use. 
Feb. 9 1853. 


Railroad Iron. 


29000 TONS, weighing about 55 De per yard, 
now on the way from Great Britain to 








t of the undersigned, Proprietor of the Patent, 
or ann one acting under his authority. Commu- 
nications addressed to him at Westminster, Vt., will 

4% 


be attended to. E. DeWOLF, Jr. 
Soe ea, hye 


New Orleans, for sale by 
P. CHOUTEAU, Jr., SANFORD & CO., 
No. 51 New street. 


December 4, 1852. 



































and smooth. The centre pier is of stone, with a 
step for the screw and pivot bolted to the same. 
Fig. 2, shows the Carcass Framing. 
Fig. 3, is a side view of one Main Truss, with 
the mode of gearing, including the mitre-wheels, 
and iron crank frame, rack and pinion. 
Fig. 4, gives a perspective view of the rim, seg- 
ments, decking, etc. 
Fig. 5, is an end view of the main trucks, with 
pedestals and wheels, 
Fig. 6, is the screw for the pivot, 6 inches in di- 
ameter, working in a steel step through a nut for 
adjustment. 

ig. 7, shows a cross section of the track wall, 
well and pedestal. 

For further particulars, please address 

D. M. CARHART, 
Cleveland, Ohio. 
February 14, 1853. 


Wm. Swinburne, 


Ba ts a ie ENGINE BUILDER, Paterson, 
N. J., is prepared to execute orders for Freight 
and Passenger Engines; also, Tenders, Wheels, AX- 
les, Boilers and Railway Machinery in general, with 
all the modern improvements, etc. 6tf 


Krupp’s Prussian. 


CAST STEEL AXLES. 
6 hg te Axles have never been known to break. 
How many more victims are to be sacrificed be- 
fore their use becomes universal ? 
THOS. PROSSER & SON, 
Sole Agents, 28 Platt at., New York. 
New York, Feb. 7, 1853. 
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